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The Committee on Post Office and Civil Service, to whom was re- 
ferred the bill (S. 1580) to regulate subsistence expenses and mileage 
allowances of civilian officers and employees of the Federal Govern- 
ment, having considered the same, report favorably thereon without 
amendment, and recommend that the bill do pass. 


PURPOSE 





S. 1580 would amend sections 3 and 4 of the Travel Expense Act of 
1949 (5 U. S. C. 836-837) to raise the maximum allowable per diem 
rate for travel within the continental United States from $9 to $13, 
and the maximum mileage rates, for the use of privately owned motor- 
cycles and automobiles, from 4 and 7 cents to 6 and 10 cents, re- 
spectively. 

JUSTIFICATION 





The existing maximum per diem allowance for civilian employees 
while traveling within the limits of the United States is limited to $9 
by the Travel Expense Act of 1949. The rate of $13 provided by this 
enactment is based on an allowance of $7.30 for hotel room, $4.50 for 
meals, and $1.20 for incidental expenses. These amounts are based 
upon the following: 

Hotel costs.—A large hotel accounting firm found, upon a study of 


E room rates of 375 hotels used by businessmen in traveling, that the 
E average room rate for a single room during 1954 was $7.30. ` 
| Cost of meals.— The allowance of $4.50 is based upon a similar study 


and allocates $1 for breakfast, $1.25 for luncheon, and $2.25 for dinner. 
Two hotel accounting firms report that the price of hotel and restau- 
rant meals has increased not less than 20 percent since 1949. 
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Incidental expenses.—The $1.20 for incidentals is intended to cover 
such items of expense as tips and fees while traveling, hotel tips, tips to 
waiters, laundry, cleaning and pressing, telegrams for room reserva- 
tions, etc. 

COST 





'The Bureau of the Budget estimates the total additional cost of this 
bill will not exceed a maximum of $30 million a year and its actual cost 
may be several million dollars a year less. 











AGENCY REPORTS 


o R 


Following are agency reports on S. 1580 as introduced and reported: i 


EXECUTIVE OFFICE OF THE PRESIDENT, 
BUREAU OF THE BUDGET, 
Washington, D. C., April 14, 1955. 


ER EFRA CEA, 


Hon. OuiN D. JonNsTON, 
Chairman, Committee on Post Office and Civil Service, 
United States Senate, Washington, D. C. 

My Dear Mr. CnarmMaAN: This will acknowledge your letter of April 1, 1955, 
inviting the Bureau of the Budget to comment on SG 1580, to regulate subsistence 
expenses and mileage allowances of civilian officers and employees of the Federal 
Government. 

In his message to the Congress on Federal personnel management the President 
stated that a legislative proposal would be submitted for an appropriate increase 
in the per diem allowance for civilian employees who travel on official business. 
On March 8 the Bureau of the Budget transmitted to the President of the Senate 
and the Speaker of the House a draft bill which would carry out the President's 
recommendation. Copies of this correspondence, which was referred to the 
Committee on Government Operations, are enclosed for your information. 

Briefly, the Bureau’s bill proposes that the maximum per diem travel allowance 
be increased from $9 to $13; that special provision be made for unusual types of 
travel where the maximum rate would be much less than the necessary actual 
expenses incurred; that present mileage allowances remain unchanged; that the 
maximum per diem allowance for civilians performing work for the Government 
without compensation be increased from $10 to $15; and that the travel rates 
for civilian employees who travel as witnesses on behalf of the United States be 
pn by the Travel Expense Act of 1949, as amended, rather than by separate 
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egislation. 
These proposed amendments were developed after extensive study and con- 
sultation with the major agencies of the Government. It is suggested that if 
4 your committee plans to take up legislation amending the Travel Expense Act, 
consideration be given to the changes proposed by the Bureau’s bill. 
Sincerely yours, 


ROE eonim Matte 


Percivat F. BRuNDAGE, 
Acting Director. 
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UNITED STATES CIVIL SERVICE COMMISSION, 
Washington, D. C., May 10, 1955. 
Bon. Ou D. JonwsToN, 
Chairman, Committee on Post Office and Civil Service, 
United States Senate. 

Dear Senator Jounston: This is in further reply to your letter of April 1, 
1955, requesting the views of the Civil Service Commission on S. 1580, a bill to 
regulate subsistence expenses and mileage allowances of civilian officers and 
employees of the Federal Government. 

ection 2 of the bill would increase the maximum per diem allowance from 
$9 to $13 for Federal civilian employees who travel on official business within the 
limits of the continental United States. Section 3 would increase from 4 cents 
per mile to 6 cents per mile the allowance to employees for use of their privately 
owned motorcycles, and from 7 cents per mile to 10 cents per mile for use of their 
privately owned automobiles or airplanes, when traveling on official business. 
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On March 8, 1955, the Bureau of the Budget submitted to the Congress a 
gy proposal which, among other things, would increase the maximum 


P. diem allowance from $9 to $13 for civilian employees who travel on official 
usiness within the limits of the continental United States. A study by the 
Bureau of the Budget indicated such an increase was warranted on the basis of 
average hotel room rates, the increased E of hotel restaurant meals, and the 
— cost of incidental expenses. The Commission endorses this provision 
of S. 1580. 

The administration’s legislative proposal recommends against any increase in 
mileage allowances to employees for use of privately owned vehicles while travelin 
on official business. No change in the present allowances was found to be justifie 
on the basis of cost figures for the operation of automobiles, and the average 
mileage allowances most commonly used by private companies which compensate 
their employees on a flat mileage basis for use of personal cars on company business. 
The Commission does not favor section 3 of S. 1580. 

The administration's legislative proposal also recommends three other changes 
in the present travel allowances. They are: (1) a special provision for unusual 
types of travel where the maximum rate would be much less than the necessary 
actual expenses incurred; (2) an increase from $10 to $15 in the maximum per 
diem allowance for employees serving without compensation; and (3) that travel 
rates for civilian employees who travel as witnesses on behalf of the United 
States be governed by the Travel Expense Act of 1949, as amended, rather than 
by separate legislation. 

Because S. 1580 does not carry out all the recommendations contained in the 
administration's legislative proposal, we strongly recommend favorable action on 
the draft bill submitted to the Congress on March 8, 1955, instead of S. 1580. 

We are advised that the Bureau of the Budget has no objection to the submission 
of this report. 

By direction of the Commission: 

Sincerely yours, 
Paitie Youne, Chairman, 


COMPTROLLER GENERAL OF THE UNITED STATES, 
Washington, April 19, 1965. 
Hon. Our D. JOHNSTON, 
Chairman, Committee on Post Office and Civil Service, 
United States Senate. 


Dear Mr. CHAIRMAN: Reference is made to your letter of April 1, 1955, 
acknowledged by telephone April 6, enclosing copies of S. 1580, 84th Congress, 
and requesting our report and comments thereon. 

The bill would amend sections 3 and 4 of the Travel Expense Act of 1949 (63 
Stat. 166). Specifically, the maximum allowable per diem rate for travel within 
the continental United States would be raised from $9 to $13, and the maximum 
mileage rates, for the use of privately owned motorcycles and automobiles, from 
4 and 7 cents to 6 and 10 cents, respectively. 

With respect to the maximum per diem rate contemplated by the bill, upon the 
basis of recent experiences by employees of our Office the existing maximum rate 
of $9 is inadequate. We have found generally that our employees are required 
to expend approximately $12 per day for suitable lodging, meals, and additional 
necessary subsistence expenses incident to official travel. We recognize, however, 
that governmentwide experience may reflect a need for a maximum per diem of 
$13. Accordingly, it is recommended that section 3 of the Travel Expense Act 
of 1949 be seet by eliminating the figure ‘‘$9” and substituting either ‘‘$12” 
or “$13” in lieu thereof, as the overall facts presented to your committee may 
warrant. 

Concerning the proposed increased mileage rates for the use of privately owned 
motorcycles and automobiles, there is no information available here relative to the 
necessity therefor. 

Sincerely yours, 
JOSEPH CAMPBELL, 
Comptroller General of the United States. 
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CHANGES IN EXISTING LAW 


In compliance with subsection (4) of rule XXIX of the Standing 
Rules of the Senate, changes in existing law made by the bill, as re- 
ported, are shown as follows (existing law proposed to be omitted is 
enclosed in black brackets, new matter is printed in italics, existing 
law in which no change is proposed is shown in roman): 


SECTIONS 3 AND 4 OF THE TRAVEL EXPENSE Acr or 1949 


Sec. 3. Civilian officers and employees of the departments and establishments 
except justices and judges covered by section 456 of title 28 of the United 
tates Code), while traveling on official business and away from their designated 

posts of duty, shall be allowed, in lieu of their actual expenses for subsistence 
and all fees or tips to porters and stewards, a per diem allowance to be prescribed 
by the department or establishment concerned, not to exceed the rate of [$9 

$13 within the limits of the continental United States and in case of travel beyon¢ 

the limits of the continental United States not to exceed rates established by 
the Director of the Bureau of the Budget for the locality in which the travel is 
performed: Provided, That such civilian officers and employees who become 
incapacitated due to illness or injury, not due to their own misconduct, while 
traveling on official business and away from their designated posts of duty, 
shall be allowed such per diem allowances, and transportation expenses to their 
designated posts of duty, in accordance with regulations promulgated and 
approved under this Act. 

SEC. 4. Civilian officers or employees of departments and establishments or 
others rendering service to the Government shall, under regulations prescribed 
by the Director of the Bureau of the Budget, and whenever such mode of trans- 
portation is authorized or approved as more advantageous to the Government 
(except that no determination of advantage is required where payment on a 
mileage basis is limited to the cost of travel by common carrier, including per 
diem), be paid in lieu of actual expenses of transportation not to exceed [4] 6 
cents per mile for the use of privately owned motorcycles, or [7] 10 cents per 
mile for the use of privately owned automobiles or airplanes, when engaged on 
official business within or outside their designated posts of duty or places of 
service. In addition to the mileage allowances provided for in this section, there 
may be allowed reimbursement for the actual cost of ferry fares, and bridge, 
road, and tunnel tolls, 
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Mr. Green, from the Committee on Rules and Administration, 
submitted the following 
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REPORT 


[To accompany S. Res. 35] 
























The Committee on Rules and Administration to whom was referred 
the resolution (S. Res. 35) providing for a study of merchant-marine 
training and education in the United States, having considered same, 
report favorably thereon with amendments and recommend that the 
resolution, as amended, be agreed to by the Senate. 

The intent and full purposes of this resolution are set forth in 
Senate Report 257, filed April 28, 1955 (84th Cong., Ist sess.). 

The amendments offered by the Committee on Rules and Admin- 
istration to the resolution are designed to bring its text into conformity 
1 with other resolutions of investigation approved earlier this vear by 
E the Senate. The amount called for, $50,000, has been left unchanged. 
3 A budget of proposed expenditure in the sum of $50,000, pursuant 
E to this resolution, as set out in a letter from Senator Warren G. 
E Magnuson, chairman of the Committee on Interstate and Foreign 
Commerce, to the chairman of the Committee on Rules and Admin- 
istration, Senator Theodore Francis Green, is as follows: 

UNITED STATES SENATE, 
COMMITTEE ON ĪNTERSTATE AND FOREIGN COMMERCE, 
May 9, 1955. 
Hon. Turopore F. Green, 


Chairman, Committee on Rules and Administration, 
United States Senate, Washington, D. C. 


Dear Chairman Green: In accordance with the standing order of the Senate, 
there is set forth below a tentative budget for the Committee on Interstate and 
Foreign Commerce covering the study of merchant-marine training and education 
proposed by Senate Resolution 35 which is presently before your committee for 
consideration: 
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S. 1573, which proposed & total authorization of $2,700 million 
annually, with existing proi ams carried forward on an expedited 
program and emphasis on the interstate system. It would cover a 
10-year period, and be partially financed by bonds and revenue 
obtained by a Highway Right-of-Way Corporation. 

Testimony and statements were received by the committee from 
about 100 persons and organizations. ‘These witnesses included all 
of the principal organizations interested in highway development; 
representatives of Federal, State, and local agencies charged with 
supervision of the Federal-aid program; governors; Gen. Lucius D. 
Clay, Chairman of the President's Advisory Committee on a National 
Highway Program; the Secretary of the Treasury; the Attorney 
General of the United States; the Comptroller General of the United 
States; Senators, Members of the House of Representatives; other 
Federal and local officials; and interested parties. 

After considering the bills and the testimony given at the hearings, 
the committee has amended S. 1048 to contain what it believes to be 
the best manner of meeting the growing needs of a very important 
program for improving and modernizing the Nation’s highways, 
furthering national and civil defense, and promoting the national 
economy. 

The last Federal-aid Highway Act was passed in 1954, and was the 
largest Federal-aid program ever authorized. The authorizations 
contained in that act for fiscal year 1956 were apportioned in July 
1954. ‘The authorizations for fiscal year 1957 should be provided at 
an early date in order that the States may prepare their programs. 
Early authorization of an accelerated Federal-aid highway program 
will permit advance planning by the States and arrangements for 
financing required to match the Federal funds. 

Almost every witness at the hearings recommended prosecution of 
an expanded highway program, with emphasis on completion of the 
National System of Interstate Highways. The testimony indicates 
that the number of vehicles on the highways and the mileage traveled 
have maintained a steady upward trend since 1945. In 1946 there 
were 34,400,000 motor vehicles on our roads. Today there are over 
58 million. It is estimated that by 1965 the total will reach 81 million. 
Improvement of the Nation’s highways is lagging. The highways 
are fast deteriorating and becoming obsolete. Traffic demands far 
exceed the highways being provided under the existing program. In 
1953 our total Federal-aid highway needs were estimated to require 
the expenditure of $35 billion. That estimate is now $68 billion, 
with the total highway needs of the Nation estimated at $101 billion. 
An adequate highway system is vital to the Nation’s economy. To 
provide an adequate system will require vast increases in highway 
expenditures. We believe the public is aware of this need and is 
desirous of immediate action to meet it. 
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PRESENT PROGRAM 


The Federal-Aid Highway Act of 1954 authorized a continuance 
of the Federal-aid highway program for fiscal years 1956 and 1957 on 
essentially the same basis as previously adopted, but with an increased 
annual authorization. The amounts authorized for the various sys- 
tems for the past several years are shown in the following table: 


[Millions of dollars] 


Federal-Aid Highway Act of— 
System 


o AI A A geeg 
Secondary 
Urban 


The funds authorized by the Federal-Aid Highway Act of 1954 for 
fiscal year 1956 have been apportioned to the States and will be 
available on July 1, 1955. Reports received by the committee indicate 
that the highway programs with Federal-aid funds and the greater 
sums provided by State and local governments are proceeding as well 
as SS be expected, but far too slowly to take care of the highway 
needs. 


The apportionment of Federal-aid highway funds authorized by 
the Federal-Aid Highway Act of 1954 for fiscal year 1956, is shown 
in the following table: 


74001—56 S. Rept., 84-1, v01, 1—— 82 
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Subtotal! 
($700,000,000) 
$14, 227, 189 
8, 612, 521 
10, 432, 474 
37, 337, 047 
8, 790, 614 
14, 678, 701 
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($175,000,000) 
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Apportionment of Federal-aid highway funds authorized for the fiscal year 1966 
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Section 13 of the Federal-Aid Highway Act of 1954 authorized the 
Secretary of Commerce to make a comprehensive study of all phases of 
highway financing, including a study of the costs of completing the 
several systems of highways in the several States. That report was 
transmitted to Congress on March 25, 1955, and was published as 
House Document No. 120, 84th Congress. The study was made by 
the Bureau of Public Roads with the cooperation of the State highway 
departments, and is believed to be the most comprehensive study of 
this nature ever made. 

The report includes estimates of cost of completing to required 
standards all roads and streets. The estimates are segregated between 
Federal-aid and non-Federal-aid systems, between rural and urban 
segments, with State highways, other rural roads, and city streets in- 
cluded. All cost estimates are on the basis of July 1954 prices. Esti- 
mates were prepared on the assumption that each road system except 
the Interstate System would be improved by the end of 1964 to design 
standards and conditions adequate for predicted traffic on that date, 
and to provide for sustaining that adequacy for the next 20 years. 
In the case of the Interstate System, estimates were based upon the 
completion by 1964 to standards adequate for predicted traflic in 
1974. The report recognized the continuing needs of building, im- 
proving, and rebuilding the highways of the Nation. 

A summary of the highway construction needs as disclosed by the 
report is as follows: 

Systems 


Federal-aid systems: Millions of 
Interstate: dollars 
Il AR de EE 12, 536 
HEN oer s esa cafa did dui D Reed mra COR GS ie diciendo M dd d es D 10, 717 
Primary: 
NEE ae SY 19, 889 
NN ARMIN SRR SEI Hae Ve AG ROE EAL DSO A P) Vue CD gr 9, 993 
EE E E E e e O 14, 983 


O A A Ee det O O 68, 118 


Non-Federal-aid systems: 
Other State highways: 


A EE ESE nt GAR a o 3,735 

S.L 0L RED EE EE EE RESCH 1, 765 
Other roads and streets 

a T 13, 278 

E SS E A 13, 908 

BENE. p P die du us diuwu ee 32. 686 

BEE tee drett 100, 804 


CLAY REPORT 


On September 7, 1954, President Eisenhower appointed an Advisory 
Committee on a National Highway Program, with Gen. Lucius D. 
Clay as Chairman. This committee, working with the Special High- 
way Committee of the Governors’ Conference and the Interagency 
Committee of the Federal Agencies, studied the highway problem, and 
presented its report to the President in January 1955. The President 
transmitted the report to Congress with a special message on February 
22, 1955, which is published as House Document 93, 84th Congress. 

The Clay report concluded that a safe and efficient highway network 
is essential to America’s military and civil defense, and to the civilian 
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economy; that the existing system is inadequate for both current and 
future needs; and that it must be improved to meet urgent require- 
ments of a growing population and an expanding economy. Using 
the construction needs of all highway systems during the next 10 years, 
as estimated by the Bureau of Public Roads at about $101 billion, a 
deficiency of about $54 billion in financing would result if the present 
total program involving expenditures of about $4.7 billion annually 
by all agencies remained unchanged. 

The National System of Interstate Highways was considered to be 
predominantly national in scope and function. The Clay Committee 
recommended that special emphasis should be placed on its early 
completion, together with necessary urban connections. The cost of 
completing this system was estimated to be $27 billion, and it was 
recommended that the Federal Government provide $25 billion of this 
amount, and State and local organization provide the remaining $2 
billion, the latter amount approximately equal to the amounts the 
States are required to raise to match Federal funds at the existing 
level of interstate authorization. 

It was recommended by the Clay Committee that the Federal 
share of contribution toward completion of the Interstate System be 
financed by bonds to be issued by a Federal Highway Corporation 
created by Congress for this purpose. The cost of the improvements 
on the Interstate System to be expended in 10 years and the existing 
level of authorizations under the primary, secondary, and urban 
Federal-aid programs, would approximate the estimated revenues 
from Federal motor-vehicle fuel and lubricating-oil taxes over a period 
of about 30 years. The Clay Committee proposed that special reim- 
bursement be given to those States in which sections of the Interstate 
System have been constructed by States to adequate standards, or by 
toll financing where the toll roads could be included as segments of 
the Interstate System. States receiving such reimbursement funds 
could use them for further highway improvement or, in.case of toll 
roads, to retire the bonds. It was further recommended that neces- 
sary State laws relative to acquisition of rights-of-way, control of 
access, and financial and managerial policies, be enacted. Federal 
right of eminent domain to acquire rights-of-way for the Interstate 
System was to be provided by Congress. 

In transmitting the Clay report to the Congress, the President in 
his message stressed the need of a system of interconnected highways 
traversing the country and joining other highways at our national 
borders, and the inadequacy of the present network. He called atten- 
tion to the fact that 36,000 people are killed and more than a million 
injured each year on the highways. The economic cost of the highway 
accident toll is estimated at more than $4.3 billion a year, with the 
increased cost of vehicle operation due to the physical condition of the 
present highways estimated at $5 billion annually. The need for an 
adequate road net to permit rapid evacuation of key cities in case of 
an atomic attack was also discussed, as was the congestion that will 
develop on the present highways in the next decade unless the rate of 
highway improvement is increased considerably. 

he President recommended that construction on the Interstate 
System be given top priority, with the Federal Government assuming 
primary responsibility for its cost; that Federal contributions to the 
primary, secondary, and urban systems and forest highways be con- 
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tinued at a level slightly less than that now provided by law. A bill 
S. 1160, implementing the President’s recommendations proposed 
that the interstate program be financed by special bond issues outside 
the Federal budget and not included in the national debt subject to 
the statutory debt ceiling. 


POLICY CONCLUSIONS 


On the basis of the overwhelming evidence before it, the Committee 
concluded that the national requirement for an accelerated Federal- 
aid highway construction program is no longer subject to serious 
question. The Committee is convinced that improvement is essential, 
not only on the Interstate System, but on other segments of our 
Federal-aid system as well. 

There remained before the Committee the problem of selecting that 
method of approach which would provide a balanced program with 
appropriate responsibility and authority vested in both Federal and 
State governments and with appropriate safeguards to insure maxi- 
mum road mileage for the taxpayers’ dollar. 

In the opinion of the Committee, the framework of the existing 
Federal-aid highway program issound. Administration by the Bureau 
of Public Roads, in cooperation with State highway departments, 
permits maximum flexibility to meet the varying redde of the States, 
at the same time permitting coordination at the national level so as 
to insure proper integration of our highway network and the main- 
tenance of adequate standards of construction. The apportionment 
formulas, developed over the years, insure equitable distribution of 
funds. The framework of existing law provides ample opportunity 
for periodic congressional review and preserves essential congressional 
control over the allocation and expenditure of Federal funds. 

The Committee concluded, after careful deliberation, that the basic 
structure of existing law should be retained, with appropriate modifi- 
cations, and with authorizations of funds in amounts commensurate 
with the needs. 

The Committee concluded that the special corporate system of 
financing as proposed by S. 1160 is not conducive to sound fiscal 
management. The creation of governmental obligations and the 
expenditure of the proceeds thereof outside the budget by a corpora- 
tion, without apportionment to States, would be basically unsound. 
The dedication of general revenues as proposed by S. 1160 and the 
indefinite appropriation thereof to the corporation to service its bonds 
would place the Congress in a fiscal straitjacket and, in practical effect, 
prohibit the Congress from exercising its constitutional responsibilities 
with respect to creation of debt and expenditure of funds. Further, 
the program envisioned by S. 1160 would earmark all Federal-aid 
highway funds expected to be available within a period of at least 30 

ears, in excess of $623 million annually, for expenditure on the 

nterstate System within 10 years. This would have the practical 
effect of freezing funds for the primary, secondary, and urban systems 
at a level below that currently in effect. Under such an unbalanced 
program, further deterioration of the primary, secondary, and urban 
systems, vital to our economy, would be inevitable. 

It was the thought of the Committee that expansion of the Inter- 
state Highway System, compelling though this need may be, should 
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not be undertaken at the expense of secondary and farm-to-market 
roads. Because of the limited access features of the interstate develop- 
ment, it may become increasingly necessary to build additional sec- 
ondary roads in agricultural areas penetrated by the Interstate System. 
If Federal funds are held at a low level for these secondary roads, 
genuine hardship could result to the rural people who are reliant upon 
public highways to get their products to market. Thus the Com- 
mittee, despite its awareness of interstate needs, has kept foremost in 
mind in S. 1048 that a well-balanced program of expansion on all 
road systems was essential to the national welfare. 

The Committee believes that S. 1048, as amended, will implement 
the Federal Government’s responsibility for providing the highways 
the Nation needs. There follows a discussion of the principal pro- 
visions of the bill as reported. 


AUTHORIZATIONS FOR FEDERAL-AID SYSTEMS 


The bill contains authorization for appropriations for a 5-year 
pares, beginning in fiscal year 1957. The major increase over existing 
aw is provided for the Interstate System. The amounts recom- 
mended for the various systems for each of the fiscal years 1957 through 
1961 are listed in the following table, together with the comparable 
figures for current authorizations. 


Federal-aid systems 


Fiscal year | Fiscal year | Fiscal years 
1955 956 


1957-61 (each) 


g 956 | 
(act of 1952) | (act of 1954) | (S. 1048) 


$247, 500, 000 | $315, 000, 000 | $400, 000, 000 
165, 000,000 | 210, 000, 000 300, 000, 000 
137, 500,000 | 175, 000, 000 200, 000, 000 


700, 000, 000 900, 000, 000 
25, 000,000 | 175,000,000 |............-- 


1, 000, 000, 000 
1, 250, 000, 000 
1, 500, 000, 000 


The Committee believes that the amounts recommended, together 
with the matching funds that will be provided by the States and the 
other highway expenditures by State and local governments, will con- 
stitute a realistic start toward meeting the deficiencies in highway 
improvements. It is the consensus of the Committee that the author- 
izations contained in this bill constitute only the first installment of 
an adequate highway program, and that later review of such program 
may warrant its modification to meet conditions prevailing at that 
time. 

When considering the allocations between the various Federal-aid 
systems as contained in this bill, the relationship between the systems 

ould be noted. There are actually only two basic Federal-aid high- 
way systems, the primary and secondary. The Interstate System is 
a component part of the primary system. The urban system includes 
those portions of the primary system and certain connecting links of 
the secondary system lying within urban areas. 
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The main through roads and interstate roads comprising the prin- 
cipal highways of the Nation constitute the primary system. The 
secondary system consists of farm-to-market routes, rural mail routes 
school-bus routes, and county and local roads which feed the local 
traffic into the primary roads. 

The National System of Interstate Highways is an integrated net- 
work of primary roads which connect the principal metropolitan areas, 
cities, and industries, and serve the national defense. These high- 
ways are the most important portions of the primary system, and are 
composed of the heaviest traveled main arteries of the Nation. 

The Federal-aid primary system consists of a total of about 234,400 
miles, of which 18,800 miles are in the urban category and 37,600 are 
included in the National System of Interstate Highways. The mile- 
age of the secondary system is about 483,000 miles. The total mileage 
of all Federal-aid highways is 717,000. The remaining roads for 
which the States and other governmental units are responsible consist 
of approximately 2,600,000 miles, of which about 2,300,000 miles are 
rural roads. 

The funds for the primary, secondary, urban, and interstate desig- 
nations will be apportioned among the States as provided under exist- 
ing law. The funds for the Interstate System will be matched on a 
90-percent Federal and 10-percent State basis. Funds authorized 
for the other systems will be matched on a 50-50 basis as provided by 
existing law. The approximate amounts which will be apportioned 
to each State under the bill are shown in the following table: 
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NATIONAL SYSTEM OF INTERSTATE HIGHWAYS 


The National System of Interstate Highways was designated in 
accordance with section 7 of the 1944 Federal-Aid Highway Act. 
The 1944 law authorized the designation as interstate highways of not 
to exceed 40,000 miles of highways so located as to connect the prin- 
cipal metropolitan areas, cities, and industrial centers, to serve the 
national defense, and connect at suitable border points with routes of 
continental importance in the Dominion of Canada and the Republic 
of Mexico. The routes so designated are selected by the Secretary 
of Commerce after consultation with the various State highway 
departments. 

The Federal-Aid Highway Act of 1952 authorized an appropriation 
of $25 million exclusively for work on this system, such sum to be in 
addition to the regular authorization for the primary system. The 
1954 act increased this additional authorization to $175 million. This 
network is a part of the primary system and is eligible to receive 
Federal aid from both primary and urban funds. In past years, a 
large percentage of those funds have been used on the Interstate 
System to correct serious deficiencies and relieve bottlenecks thereon. 

The Committee recognizes the national value of the Interstate 
System for national and civil defense, for serving interstate commerce, 
and in furthering development of the national economy. This system 
comprises about 1.6 percent of the primary highway mileage, but 
carries about one-seventh of the Nation’s traffic. It is also recognized 
that the highways on the Interstate System must be constructed to 
higher standards because of the intensity of their use, which will 
result in greater costs, particularly for cost of rights-of-way in con- 
gested areas. It does not believe that the other systems, comprising 
most of the highway mileage and carrying six-sevenths of the traffic, 
can be neglected. 

In recognition of the importance of this system, and the need for 
expediting its completion, the Committee has provided for a matching 
ratio of 90 percent Federal and 10 percent State, plus the usual ad- 
justment for States having nontaxable Federal lands, with a proviso 
that the Federal share in any State shall not exceed 95 percent of the 
cost of a project. 

To render the Interstate System fully effective, it is believed that 
additional urban connections and bypasses around metropolitan areas 
should be designated on such system. Witnesses also appeared be- 
fore the Committee requesting designation of important interstate 
connections on the system. Since there remains undesignated only 
about 2,400 miles of the authorized mileage, and since the Bureau of 
Public Roads has pending requests for designation which far exceed 
the 2,400 miles, the Committee felt that an increase in the mileage 
limitation from 40,000 miles to 42,500 miles was desirable. 


TRANSFER OF FUNDS BETWEEN SYSTEMS 


For several years, various State highway officials have urged that 
authority be granted for transfer of up to 25 percent of the amount 
apportioned to any State in any year from any of the three regular 
systems to either of the others. The Federal-Aid Highway Act of 
1954 authorized an interchange of not to exceed 10 percent between 
the primary, secondary, and urban systems with a limitation that the 
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total of any such transfers would not increase the original apportion- 
ment under any of the three systems by more than 10 percent. 

The Committee believes that for a program of the magnitude 
recommended in S. 1048, some degree of dexibility would be beneficial 
to the States for distribution of the funds between the various Federal- 
aid systems, and that such flexibility should also be applicable to the 
Interstate System. There are portions of the primary system in 
certain States that carry more traffic than the Interstate System in 
those States. In certain States the program on one system may be 
further advanced than on either of the others. 

To insure continuation of a well-balanced program, the Committee 
recommends that the transfer provision be increased from 10 to 20 
percent, provided that the total of such transfers shall not increase the 
original apportionment of any system by more than 20 percent, The 
bill further provides that the Federal share payable on account of any 
project provided for by funds made available by such transfer shall not 
oo 50 percent of the construction costs including cost of right- 
of-way. 

The provision for transfer of funds recommended by the Committee 
does not alter or impair the authority contained in the Federal-Aid 
Highway Act of 1944, relative to those States in which all public roads 
and highways are under the control of the State highway department. 


WEIGHTS AND DIMENSIONS 


The Committee has been concerned for some time over the increase 
in weights and dimensions of vehicles operated over the highways of 
the United States. The American Association of State Highway 
Officials published its policy concerning maximum dimensions, weights, 
and speeds of motor vehicles in 1946, and recommended that it be in- 
corporated in all State laws. These recommendations were adopted 
by many States, and have been generally accepted by the Bureau of 
Public Roads. Design standards for highway construction have been 
based upon the recommendation of the association with respect to 
weights and dimensions. 

The Committee had hoped that all States would. adopt uniform 
standards on weights and dimensions, but some States have continued 
to increase the permissible size and weights of trucks and buses used 
on the highways. Use of our highways by vehicles larger and heavier 
than those for which the highway is designed inevitably results in 
deterioration of the highway, excessive accidents and impairment of 
the taxpayers’ investment. If the Federal Government is to enter 
into an extensive program of improving the National System of 
Interstate Highways, largely at Federal expense, it appears desirable 
that some action be taken to restrain continued increases in the size 


and weights of the vehicles lawfully using that system. Many of our 


existing highways and bridges were constructed many years ago, and 
are of inadequate width and strength to support loads to which they 
are now subjected. Road tests have indicated the detrimental effect 
of continuous passage of heavy loads and overloads on highway 
pavements. 

The Committee recognizes that the regulation of weights and 
dimensions should be handled by the States. It does not wish to 
recommend any provisions that would abrogate existing State laws. 
It does believe that there should be some limits commensurate with 
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highway design and construction standards and that uniformity is 
dtireble. The Committee believes that it is necessary to protect the 
people's investment in the National System of Interstate Highways in 
which, under the bill herein recommended, the United States Govern- 
ment will make the principal investment (90 percent). 

Provisions have been included in the bill to withhold apportionment 
of funds for the Interstate System from any State which increases its 
maximum weights and dimensions of vehicles over those permitted 
under laws in effect on May 1, 1955, where such laws now permit 
weights and dimensions equal to or in excess of the uniform standards 
recommended by the American Association of State Highway Officials; 
or from any State which increases its allowable weights and dimensions 
in excess of the recommended uniform standards where such weights 
and dimensions are now below such standards. 

The Secretary of Commerce is directed to take all possible action 
to expedite the conduct of a planned series of tests from which desirable 
maximum dimensions and weights for vehicles can be determined, and 
to report to the Congress his recommendations thereon, 


ACQUISITION OF RIGHTS-OF-WAY 


The Committee was somewhat concerned over the possibility that 
initiation of the program for completion of the Interstate System might 
be delayed because of the time consumed in acquiring the necessary 
rights-of-way. This is particularly true in States that do not have 
access control laws. Projects for construction, reconstruction, or 
improvement of highways on the Interstate System will require rights- 
of-way, even thougli the entire width may not be utilized under the 
initial construction, It is believed economical and desirable to obtain 
the entire width initially, to prevent encroachment thereon, and to 
control access thereto to a reasonable extent. 

The Committee recommends that the Secretary be authorized to 
acquire any lands, including control of access from adjoining lands, 
required for construction purposes in connection with projects on the 
Interstate System, when requested to do so by any State. Such lands 
would be acquired in the name of the United States by purchase, 
donation, condemnation, or otherwise, upon request of the State if 
the Secretary has determined that such State is unable to acquire 
the lands with sufficient promptness, and if such State has agreed to 
pay an amount equal to 10 percent of the costs incurred in acquiring 
the lands. ‘Thése costs would be paid from funds apportioned to the 
State making the request. 

The Secretary is directed to reconvey any lands so acquired to the 
State highway department of the State in which located, except the 
outside 5 feet of such rights-of-way in States unable or unwilling to 
control access. When the State is able and agrees to control access to 
the highway, the outside 5 feet may be conveyed to it. 

Some States have laws that permit effective control over com- 
mercial signs and outdoor advertising along the highways. Federal 
regulations prohibit such signs on rights-of-way on Federal-aid 
projects. Provisions have been included in this bill to permit the 
Secretary to acquire exclusive advertising rights on lands adjoining 
the right-of-way acquired and not exceeding 500 feet therefrom, 
It-should be noted‘ that this provision will apply only to those States 
that have no access control laws and which request the Secretary to 
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acquire rights-of-way for the Interstate System. It is the intent of 
the Committee that any advertising rights so acquired by the Secre- 
tary shall be conveyed to the States at the same time the right-of-way 
itself is so conveyed. 

The Secretary is granted contractual authority for the fiscal year 
1956 in an amount not to exceed $100 million for acquisition of 
rights-of-way for Federal-aid highway projects. Funds obligated 
under such contracts shall be deemed to have been expended, and 
shall be credited against sums apportioned to the State in which 
expended for projects programed on the Interstate System. The 
Committee believes this amount sufficient to initiate acquisition of 
necessary land and permit the program to proceed without delay 
during fiscal year 1957. 


FEDERALLY BUILT ROADS ON OR TO FEDERALLY OWNED OR CONTROLLED 
LANDS 


There is a total of about 90,000 miles of roads on federally owned 
or controlled lands. The responsibility for improving and maintain- 
ing these roads rests wholly with the Federal Government. Certain 

ortions of these roads, such as the forest highways, are located on 
ederal-aid or State highway systems. Some segments are on the 
Interstate System. Federal funds must be provided to improve and 
maintain these sections to a condition comparable to the adjoining 
roads located on lands that are on the local tax rolls. 

Forest roads and trails are needed to permit economical marketing 
of timber on a sustained-yield basis, from the national forests and 
other Federal lands. These roads constitute an investment by the 
Government that will return to the Treasury much more than the 
cost. Park roads and trails and national parkways are essential to 
adequately care for the increased number of visitors using those roads, 
and the large value placed on the areas from a recreational standpoint. 

Practically all classes of roads on Federal lands have seriously 
deteriorated due to the increased traffic volume and the lack of suffi- 
cient funds for improvement and maintenance to adequate standards. 
Many new connections are needed through Federal reservations to 
prevent the necessity of wide detours to reach opposite areas. 

The Committee has extended the present authorizations for forest 
highways, forest development roads and trails, park roads and trails, 
parkways, and roads on Indian reservations, for fiscal years 1958 
through 1961. This will not disturb the existing authorizations for 
fiscal years 1956 and 1957. Funds available for forest development 
roads and trails were also made available for provision of sanitary, 
water, and fire control facilities, where needed. It was understood 
that the cost of the desired facilities would be very nominal, but that 
they are desirable to provide for the safety and comfort of the increased 
number of persons using those roads. 

The funds authorized for the public lands roads were increased to 
$2 million annually for fiscal year 1956 through 1961. The Committee 
was advised that the present backlog of requests for funds of this 
category is in excess of $5 million. 

The Committee has continued the contractual authority to the 
Secretary of the Department charged with the administration of such 
funds, to incur obligations, approve projects, and enter contracts, 
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under authorizations for the miscellaneous roads on Federal lands, 1 
ear in advance of the year for which authorized. It is disturbed 
owever, by reports that the contractual authority for these road 

classifications included in the Federal-Aid Highway Act of 1954 has 

been used so sparingly, in spite of the great need for such projects in 
the Western States, particularly on forest and public land highways. 


UTILITY RELOCATIONS 


The Committee heard considerable testimony from owners and 
operators of various utilities concerning the heavy financial burden 

ced upon them when reconstruction of highways requires that their 
facilities be moved from their prior locations on the highway right- 
of-way. It was stated that in some instances the relocation expense 
represented such a large proportion of total capital investment that 
the utility concerned would be forced out of business, or would have 
to make large increases in the rates charged to their customers. 

In most instances, these utilities are occupying the public highway 
rights-of-way by sufferance, and receive some advantage because of 
the convenience of the highway as a means of access for maintaining 
and servicing their facilities. The utilities desire legislation which 
would require that they be reimbursed for relocation of their facilities, 
either wholly or in part from Federal funds. 

The problem has been before the Committee for several years. In 
the Federal-Aid Highway Act of 1954, the Secretary of Commerce 
was directed to make a study of the problems posed by necessary 
relocation and reconstruction of public-utility services resulting from 
highway improvements. The study included a review and financial 
analysis of existing relationships between the State highway depart- 
ments and affected utilities of all types, and a review of the various 
State statutes regulating existing relationships. The utilities coop- 
erating on the study reported their investigations of highway con- 
struction with a dollar value of $1.1 billion, had a utility relocation 
cost of $35.5 million. The relocation cost involving utilities located 
within the highway rights-of-way amounted to $29.1 million, of 
which only $3.8 was reimbursed. The report is published as House 
Document 127, 84th Congress. 

The Committee recognizes some merit in the claims of the utility 
companies, and the inequity that exists in the assessment of utility 
relocation costs under present conditions. It appears that such 
inequities as may exist arise largely because of the relationships be- 
tween the utilities and the State and local governments which own or 
control the highway rights-of-way. 

Most of the States reimburse utilities for relocation costs occasioned 
by highway improvements when the utilities are located on their own 

rivate rights-of-way. Under existing Federal-aid law, the Federal 

overnment can and does reimburse the States for the Federal match- 
ing share of the cost of construction of Federal-aid roads. If the 
State, pursuant to its own laws and regulations, can and will certify 
that utility relocation expense is a proper charge to the construction 
cost of a highway, that expense is included in the total construction 
cost for which the State is reimbursed by the Federal Government 
to the extent of the Federal share. If the State is unable or unwilling 
to certify utility relocation expense as a proper charge to the highway 
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construction cost, no Federal funds may be applied toward meeting 
the relocation expense. 

The Committee feels that there is some justification for reimbursing 
utilities for a portion of their cost of relocation in States where under 
the laws or practices of the State in which the project is being con- 
structed the entire relocation cost is required to be borne by the 
utility. It is recommended that 50 percent of such costs may be 
paid from Federal funds, provided that no more than 2 percent of all 
sums apportioned to any State for any fiscal year for expenditure on 
the Federal-aid systems may be expended for such purposes. The 
salvage value of the old facility, and the increase in value or better- 
ment derived from the new facility, will be properly credited when 
arriving at the cost of the relocation. The Secretary is authorized 
to make such payments based on agreements entered into between 
the State highway department and the utility, containing an estimate 
or agreed cost of relocation. 

It is the intent of the Committee that these provisions shall apply 
to any concern engaged in the utility business, without regard to the 
form of its organization, and whether publicly, privately, or cooper- 
atively owned. It is the further intent that these provisions shall not 
limit the right of utilities to receive reimbursement for relocation costs 
in those States which by law or by practice already provide for such 
reimbursement. 

POLICY AND OBJECTIVES 


In this bill, the Committee desires to express a declaration that it 
is in the national interest to accelerate the construction of Federal-aid 
highways, since many of such highways, or portions thereof, are in- 
adequate to meet the needs of local and interstate commerce, and the 
national and civil defense. One of the most important objectives of 
the bill is the prompt completion of the National System of Interstate 
Highways, yet all segments of the Federal-aid highway systems should 
be improved to adequate standards at the earliest practicable date. 
In furthering the main objective, existing highways located on the 
Interstate System should be used where practicable, suitable, and 
feasible, with local needs given equal consideration with the needs of 
interstate commerce. 

The bill contains provisions that all agreements between the Secre- 
tary and the State highway departments for construction of projects 
on the Interstate System may contain a clause that the State will not 
add any quem of access to or exit from the project, in addition to those 
approved by the Secretary in the plans of such project, without prior 
approval by the Secretary. 

BYPASSING 


The Committee retained the provisions of existing law requiring 
that when a State highway department submits plans involving the 
bypassing of a city, town, or village, it shall certify to the Commis- 
sioner of Public Roads that it has had public hearings and considered 
the economic effects of such a location. This provision will insure that 
the residents of the affected area are given an opportunity to express 
their views on the matter, and that the economic losses are considered 
in any proposed change in the highway location. 
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FINANCING 



















Neither S. 1048 nor S. 1160 proposed any new source of revenue. 
Of the bills considered by the Committee, only S. 1573 contained & 
provision to provide additional revenue. 

Proponents of S. 1160 argued that as a result of improved highways, 
larger revenues from the fuel oil tax would be realized by the United 
States Treasury. We believe this would be true—equally true whether 
the good roads are built by provisions of S. 1048 or S. 1160, or some 
other bill. in fact, we believe larger accretion in revenue would 
result from enactment of S. 1048 because it envisions a program that 
will not only complete the National System of Interstate Highways, 
but one which will also bring the primary, urban, and secondary 
Federal-aid systems to a condition of adequacy. 

We have our individual views with respect to the levying of addi- 
tional taxes and also with respect to provisions of existing tax laws, 
but we recognize that revenue measures are not within the jurisdiction 
of the Committee on Public Works. It is hoped that the appropriate 
congressional committees will give this matter early consideration. 


TOLL ROADS 
































The highways of the United States have traditionally been con- 
structed and operated as free roads. Existing law prohibits the use 
of Federal-aid highway funds in construction of a toll highway. 
During the past 20 years, particularly within the past 10 years, a 
number of toll highways have been constructed and others are planned. 
The primary reasons for such toll road development have been the 
inadequacy of the present highway systems to care for the present 
traffic volume, and the lack of public funds to provide the needed 
highways within a reasonable period of time. It was also antici- 
pated that revenues derived from certain toll roads could be used to 
finance other highways, or that upon completion of payment for the 
toll roads they would become free roads. 

Data presented to the Committee indicated that there are about 
2,300 miles of toll roads in operation or under construction or financed. 
Approximately 3,000 additional miles are authorized, and another 
3,300 miles have been proposed. It was estimated that the total 
mileage of economically feasible toll roads in the country would be 
between 6,000 and 8,000 miles. Most of the toll roads constructed 
or proposed closely parallel the National System of Interstate High- 
ways. This system was established to provide an interregional 
system of highways of the most important routes in the Nation, and 
has been developed as such. 

The Secretary of Commerce submitted a report on the progress and 
feasibility of toll roads and their relation to the Federal-aid program, 
which was published as House Document 139, 84th Congress. In 
that report the Secretary recommended that the present law forbidding 
the collection of tolls on highways constructed with Federal-aid funds 
should be continued. He further recommended a change in the 

resent law to permit inclusion of toll roads as a part of the Interstate 
ystem when they meet the standards of that system, and when there 
are reasonably satisfactory alternate free roads on the Federal-aid 
wen or secondary systems which permit traffic to bypass the toll 
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The Committee has no objection to development of toll roads where 
economically feasible and where needed to care for traffic demands as 
a supplement to free highways. An amendment providing for reim- 
bursement to the States of the depreciated value of the toll roads, 
where constructed to adequate interstate standards, was rejected 
by the Committee. 

INTERSTATE COMPACTS 


The Committee recommends that the Secretary of Commerce be 
directed to make a study and encourage various States to consider the 
feasibility of providing for the construction, operation, and mainte- 
nance of interstate toll roads by multiple-State compacts to supple- 
ment the Federal-aid highway system, in order to provide adequate 
highway facilities for interstate movement of motor vehicles traveling 
all or a substantial portion of the length or breadth of the United 
States. It also recommends that the consent of Congress be given to 
two or more States to enter into compacts providing for the construc- 
tion and operation of interstate toll roads. Such compacts would 
not be binding until ratified by the State legislatures and approved 
by the Congress. 

The provision of toll roads by the interstate compacts will permit 
construction of long sections of highways connecting centers of pop- 
ulation in several States, and pooling their revenues from separate 
sections of the route so that the entire road may be financed as a unit, 
rather than as separate independent sections. This procedure would 
increase the feasible mileage of toll roads, and permit excess revenue 
from toll roads in one State to augment those revenues in others. 


DAVIS-BACON ACT 


The Committee recommends that the provisions of the Davis-Bacon 
Act apply to all construction projects on the National System of 
Interstate Highways. ‘This act now applies to contracts for school, 
hospital and airport projects constructed with Federal-aid funds. 
It is believed that the provisions should apply to projects on the 
Interstate System, but that some difficulty might be experienced 
should the provisions apply to the Federal-aid primary and secondary 
projects, many of which are located in rural and isolated areas, or 
constructed by State, county, or local governments under force 
account. 

SAFETY 


The Committee has been concerned about the present safety records 
on the Nation's highways.: The President cited the ghastly toll of 
deaths and injuries on the highways and the annual economic cost of 
these accidents in his message transmitting the Clay report to Con- 
gress, and in his message to the Governors Conference. The Clay 
report discussed the safety factors considered in analyzing the road 
deficiencies. These factors were further discussed by witnesses 
appearing before the Committee, including representatives of the 
National Safety Council and the Automotive Safety Foundation. 

The Committee recognizes the safety efforts of the President’s 


Highway Safety Conference, and is encouraged by the record of 2,000 
fewer deaths due to highway accidents in 1954 than in 1953. It 
realizes that when highways are designed and constructed for maxi- 
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mum efficiency in transportation, they will also provide a high degree 
of safety. Replacement of our obsolete and deteriorated highways 
with roads of modern design with controlled access, should materially 
reduce the traffic accidents. Even with safety built into an ade- 
quate highway system, proper policing and law enforcement will be 
necessary. 

Many of the features recommended by the Committee in this bill 
ertain indirectly to improvement of safety on the highways. It is 
oped that all agencies will maintain their vigilance on this important 

subject, and continue research on the subject, to the end that the 
Nation’s highway system will provide a safe, speedy, and economical 
means for movement over the country of men and material for the 
present population and the increases for future years. 


THE CONSTRUCTION INDUSTRY 


The Committee realized that a large multi-billion-dollar highway 
construction program would have a serious impact upon the construc- 
tion industry, and during the course of the hearings concerned itself 
with obtaining information relative to the availability of contractor 
capacity, personnel, materials, and equipment, to undertake such a 
program. The Committee was very esce to have had available 
the results of a recent study conducted by the American Road Builders' 
Association on this subject. 

From the information presented to the Committee, it is believed that 
the construction industry is now in a state of readiness to efficiently 
undertake a greatly enlarged highway construction program. The 
bill recommended will provide a lead time in excess of 1 year for prepa- 
ration for initiation of the program. Contractors could double their 
present capacity the first year with their present personnel and equip- 
ment, and continue to expand in subsequent years. It is realized that 
construction in the nonhighway-field is now, and for the next few years, 
will also continue to accelerate. 

There is now a large backlog of construction plans ready or in the 
process of preparation to provide a start on the program. Most 
States have training and recruiting programs for young engineers. It 
is believed that a long-range program of construction will attract more 
engineers and skilled personnel to the highway field. Competent and 
experienced consultants are available to augment the forces of the 
public agencies. Some training may be necessary for equipment 
operators. ‘There appears to be no problem in the personnel field. 

The requirements for construction materials will increase at a 

adual rate, which will give industry an opportunity to expand pro- 

uction to meet anticipated demands. It is believed that present 
capacity and planned expansion of material production will be ample 
for the program recommended by the Committee, and that any re- 
gional shortages that may develop will be temporary and can be met. 

An accelerated highway program can be greatly enhanced from an 
economical standpoint by the development and efficient use of modern 
construction equipment and machinery. The concentration of work 
on the Interstate System in the proposed program will reduce equip- 
ment requirements and permit better utilization thereof. Present 
contractors’ equipment will permit considerable expansion. Equip- 
ment for replacement and additional equipment, as well as used 
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equipment, is available at the present time. The Committee believes 
that the construction machinery and equipment industry has avail- 
able, or can provide, adequate capacity to meet anticipated needs for 
an expanded highway program, 






SECTION-BY-SECTION ANALYSIS 





An analysis of the bill as recommended is as follows: 
Section 1 


Section 1 of the bill authorizes the appropriation of $900 million 
for each of the fiscal years 1957 through 1961. The sum authorized 
for each fiscal year shall be available for expenditure on the systems 
on a slightly different percentage basis than provided in the Federal- 
Aid Highway Acts of 1944, 1948, 1950, 1952, and 1954. The division 
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13 between the highway classifications is as follows: $400 million for 
4 projects on the Federal-aid primary highway system; $300 million 


for projects on the Federal-aid secondary system; and $200 million 
l for projects on the Federal-aid primary highway system in urban 
l areas, and for projects on approved extensions on the Federal-aid 
By secondary system within urban areas. 

The bill provides that the sums shall be apportioned among the 
States in the manner and in accordance with the formulas established 
by previous acts, and shall be available for expenditure for 2 fiscal 
years after the close of the fiscal year for which such sums are author- 
ized. Any funds so apportioned that remain unexpended at the end 
of such period shall lapse. 

The bill further provides that the Secretary of Commerce may 
discharge his responsibility relative to plans, design, contract awards, 
inspection, and construction of secondary projects by his receiving 
and approving a certified statement by the State highway department 
that the design and construction of such projects have been in accord- 
ance with the standards and procedures of the respective State, 
approved by the Secretary in accordance with the objectives of the 
Federal-Aid Highway Act of 1950, with satisfactory assurances that 
such secondary projects shall be adequately maintained. 

Section 2 


Section 2 would authorize the appropriation of $1 billion for the 
fiscal year 1957; $1,250 million for the fiscal year 1958; $1,500 million 
for the fiscal year 1959; and $2 billion for each of the fiscal years 1960 
and 1961, for expediting the construction, reconstruction, and im- 
provement of the National System of Interstate Highways including 
extension thereof through urban areas. The sum authorized for each 
fiscal year shall be apportioned among the several States in the manner 

rescribed by existing law: i. e., one-half in the ratio which the popu- 
cm of each State bears to the total population of all the States, 
as shown by the latest available Federal census; provided, that no 
State shall receive less than three-fourths of 1 percent of the money so 
appropriated; and one-half in the manner now provided by law for 
apportionment of funds for the Federal-aid primary system. The 
Federal share payable to any project constructed with these funds 
shall be increased to 90 percent of the total cost thereof, plus a per- 
centage of the remaining 10 percent of such cost in any State con- 
taining unappropriated and unreserved public lands and nontaxable 
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Indian lands, individual and tribal, exceeding 5 percent of the total 
area of all lands therein, equal to the percentage that the area of 
such lands in such State is of its total area, provided that such Federal 
share payable on any project in any State shall not exceed 95 percent 
of the total cost of such project. 

This section also provides that any sums apportioned to any State 
for use on the Interstate System would be available for expenditure 
in that State for 2 years after the close of the fiscal year for which 
authorized, and any amount thus apportioned to the States that 
remains unexpended at the end of the period during which it is avail- 
able for expenditure shall lapse. 

Section 2 (d) prohibits apportionment of funds authorized for the 
National System of Interstate Highways to any State in which such 
system may be used by vehicles with any dimension or weight in 
excess of the greater of (1) the maximum corresponding dimensions 
or weight permitted by State laws in effect on May 1, 1955; or (2) 
the maximum corresponding dimensions or weight recommended for 
vehicles operated over the highways of the United States, by the 
American Association of State Highway Officials in a document 
adopted April 1, 1946, entitled “Policy Concerning Maximum Dimen- 
sions, Weights, and Speeds of Motor Vehicles To Be Operated Over 
the Highways of the United States.” Any amount withheld from 
apportionment to any State because of this provision would be 
reapportioned immediately to the other States complying with such 
provisions. 

Section 2 (e) directs the Secretary of Commerce to take all possible 
action to expedite the conduct of tests and studies now planned or 
being conducted by various organizations relative to the maximum 
desirable dimensions and weights for vehicles operated on the Federal- 
Aid Highway System and to make recommendations to the Congress 
with respect thereto. 


Section 3 


Section 3 modifies existing law with respect to transfer of funds 
between the various Federal-aid highway systems. It would permit 
not in excess of 20 percent of the amount apportioned to any State 
in any year for expenditure on the Federal-aid primary, secondary, 
urban, and Interstate Systems, respectively, to be transferred from 
the apportionment under one system to either of the others. Such 
transfer would be effective only when requested and certified by the 
Governor and State highway department as being in the public 
interest, and approved by the Secretary of Commerce. This provision 
increases the flexibility of the programs; however, the total amount of 
transfers permitted shall not increase the original apportionment under 
either of the 4 systems by more than 20 percent, and the matching 
ratio on any project constructed by funds made available by transfer 
shall not exceed 50 percent. 


Section 4 

This section permits the Secretary of Commerce to acquire any 
lands, including control of access from adjoining lands and the exclu- 
sive right to advertise on adjoining lands and not exceeding 500 feet 
from the rights-of-way, required for construction purposes in connec- 
tion with projects on the National 4 of Interstate Highways, 
when requested by any State. Such lands would be acquired in the 
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name of the United States by purchase, donation, condemnation, or 
otherwise, when the Secretary has determined that such State is unable 
to acquire the necessary lands with sufficient promptness, and when 
such State has agreed with the Secretary to pay an amount equal to 
10 percent of the costs incurred by the Secretary in acquiring the lands. 

he costs incurred by the Secretary in acquiring such lands shall be 
paid from funds for construction, reconstruction, and improvement of 
the Interstate System apportioned to the State making the request, 
and sums paid to the Secretary by such State as its share of the costs 
of acquisition shall be deposited in the Treasury to the credit of the 
interstate apportionment to the State. 

The Secretary is further authorized and directed to convey any 
such lands acquired to the State highway department or other political 
subdivision by proper deed executed in the name of the United States, 
except the outside 5 feet of any such rights-of-way in States unable or 
unwilling to control access. When the State is able and agrees to 
control access to the highway the outside 5 feet may be conveyed to it. 
Rights-of-way on the Interstate System required over public lands of 
the United States may be transferred by the agency having jurisdiction 
over such lands to the State or construction agency, including control 
of access thereto. 


Section 5 

This section grants the Secretary contractual authority in an amount 
of not to exceed $100 million for fiscal year ending June 30, 1956, for 
acquiring rights-of-way for Federal-aid highway projects, and funds 
obligated under such contracts shall be deemed to have been expended. 
Section 6 

Section 6 authorizes an appropriation of $22,500,000 for forest 
highways for each of the fiscal years 1958 through 1961, and $24 
million for forest development roads and trails for the same period, 
with a provision that the funds available for forest development 
roads and trails shall also be available for adjacent vehicular parking 
areas and sanitary, water, and fire-control facilities. Provision for 
advisory public hearings with respect to timber-access roads, and for 
apportionment of the amounts authorized for forest highways, are 
continued. 


Section 7 

Section 7 (a) provides an authorization of $12,500,000 for each of the 
fiscal years 1958 through 1961, for the construction, reconstruction, 
and improvement of roads, trails, and bridges in national parks, 
monuments, and other areas administered by the National Park 
Service, including approach roads. 

Section 7 (b) would authorize the sum of $11 million for each of the 
fiscal years 1958 through 1961, for construction and maintenance of 
authorized parkways. 

Section 7 (c) would authorize $10 million for each of the fiscal years 
1958 through 1961, for construction, improvement, and maintenance 
of roads and bridges within Indian reservations and to provide access 
to Indian reservations and Indian lands. 
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Section 8 


Section 8 provides authorization of $2 million for each of the fiscal 
years 1956 through 1961, for completing sections of important Federal- 
aid highways lying entirely within the public domain. 

Section 9 

Section 9 grants authority to the Secretary of the department 
charged with the administration of such funds, to incur obligations 
approve projects, and enter contracts, under authorizations provided 
in this bill for forest highways, forest development roads and trails, 
park roads and trails, parkways, Indian roads, and public lands 
highways, 1 year in advance of the year for which such funds are 
authorized. Funds shall be deemed to have been expended when 
obligated by the contractural obligations, and funds remaining unex- 
ege 2 years after the close of the fiscal year for which authorized 
shall lapse. 


Section 10 


This section repeals the authorizations for the fiscal year ending 
June 30, 1957, for the Federal-aid highway systems, including the 
Interstate System, contained in the Federal-Aid Highway Act of 1954. 


Section 11 


This section authorizes the Secretary of Commerce to reimburse 
from Federal funds an amount equal to 50 percent of the cost of 
relocation of utility facilities necessitated by construction of a project 
on the Federal primary, secondary, or Interstate Systems, where 
State laws or practices require that the entire relocation costs be 
borne by the utility. The term “utility” includes publiciy, privately, 
or cooperatively owned utilities. No more than 2 percent of the 
sums apportioned to any State for any fiscal year for expenditure on 
the Federal-aid systems may be expended for such utility relocations. 

The “cost of relocation” shall include the entire amount paid by 
such utility properly chargeable to the relocation, after deduction 
therefrom of any increase in the value of the new facility and the salvage 
value derived from the old facility. The Secretary is authorized to 
make such payments on the basis of agreements entered into between 
the State highway department and the utility and approved by him, 
which agreement shall contain an estimate or an agreed price of the 
cost of the relocation. In lieu of such an agreement, the utility may 
file a certified statement of the cost of the relocation with the State 
highway department, which if approved, shall be transmitted to the 
Secretary with the final voucher for his approval. This section does 
not preclude reimbursements to States of the Federal share of the 
State’s costs in connection with the relocation of utility facilities 
where a portion of the cost is required by law or practice to be borne 
by the State. 


Section 12 


Section 12 would increase the mileage limitation on the National 
System of Interstate Highways from 40,000 to 42,500 miles. 


Section 13 


This section declares it to be in the national interest to accelerate 
the construction of Federal-aid highways, since many of such highways 
or portions thereof, are inadequate to meet the needs of local and inter- 
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state commerce, and the national and civil defense, and that one of the 
most Sat sp objectives of this bill is the prompt completion of the 
National System of Interstate Highways. In furthering this objec- 
tive, existing highways located on the Interstate System shall be used 
where practicable, suitable, and feasible, with local needs given equal 
consideration with the needs of interstate commerce. 

Section 13 (c) declares it to be the sense of Congress that all seg- 
ments of the Federal-aid highways systems should be improved to 
standards adequate to meet the needs of national defense and the 
national economy at the earliest practicable date, and directs the 
Secretary of Commerce to submit a report to Congress on the progress 
made in meeting this objective, together with recommendations for 
extension of the program, not later than February 1, 1959. 

Section 13 (d) continues in effect the existing law relative to by- 
en een and towns with Federal-aid highway projects, requiring 
public hearings by the State highway department, and submission of a 
transcript of the loas to the Commissioner of Public Roads. 


Section 14 

This section provides that all agreements between the Secretary of 
Commerce and a State highway department for construction of projects 
on the Interstate System, may contain a clause providing that the 
State will not add any points of access to or exit from the project, in 
addition to those approved by the Secretary in the plans for the proj- 
ect, without prior approval of the Secretary. 


Section 15 

Section 15 directs the Secretary of Commerce to study and to en- 
courage the various States to consider the feasibility of multiple- 
State compacts for construction, operation, and maintenance of toll 
roads as a supplement to the Federal-aid highway system, for move- 
ment of through motor vehicles over long distances. The Secretary 
would make a report to Congress as a result of his study. 


Section 16 

This section grants the consent of Congress to any two or more 
States to negotiate and enter into compacts providing for the construc- 
tion and operation of interstate toll roads. Such compacts would 
require ratification by the State legislatures and approval by the Con- 
gress before becoming binding on the signatory States. 


Section 17 

Section 17 provides that any State desiring to accept the benefits 
of the apportionments made available under section 2 of this act for 
projects on the National System of Interstate Highways, shall submit 
a State plan for carrying out the purposes of the act. Such plan 
shall provide that the Davis-Bacon Act will apply to all construction 
projects on the Interstate System. This would be accomplished by 
a predetermination by the Secretary of Labor of the prevailing wage 
rates in a locality for similar types of construction, and the payment 
of all laborers and mechanics by the contractors and subcontractors 
at wage rates not less than those prevailing in the locality, includi 
a rate not less than 1% times the basic rate of pay for all hours worked 
in excess of 8 hours in any workday, or 40 hours in any workweek. 
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Section 18 


27 


Section 18 provides that all or part of the Federal-aid highway 
acts specified not inconsistent with this act shall remain in full force 


and effect. 
Section 19 


This section is a saving provision to the effect that if any section 
subsection, or other provision of this act, or the application thereof 
to any person or circumstance, is held invalid, such invalidity shall 


not 


Section 20 
Section 20 provides for the repeal of all acts or parts of acts incon- 
sistent with this act and that this act shall take effect upon its passage. 
Section 21 
Section 21 provides that this act may be cited as the “Federal-Aid 
Highway Act of 1955.” 


CHANGES IN EXISTING 


ect the validity of the remainder thereof. 


LAW 


In compliance with subsection (4) of rule XXIX of the Standin 
Rules of the Senate, changes in existing law proposed by the bill 
are shown in parallel columns as follows: 


Existinc Law 
(FeneraL-A» Hicaway Act or 1954) 


Be it enacted by the Senate and House 
of Representatives of the United States of 
America in Congress assembled, That, 
for the purpose of carrying out the pro- 
visions of the Federal-Aid Road Act 
approved July 11, 1916 (39 Stat. 355), 
and all Acts amendatory thereof and 
supplementary thereto, there is hereby 
authorized to be appropriated the sum 
of $700,000,000 for the fiscal year end- 
ing June 30, 1956, and a like sum for 
the fiscal year ending June 30, 1957. 


The sum herein authorized for each 
fiscal year shall be available for expendi- 
ture as follows: 

(a) $315,000,000 for projects on the 
Federal-aid primary highway system. 

(b) $210,000,000 for projects on the 
Federal-aid secondary system. 

(e) $175,000,000 for projects on the 
Federal-aid primary highway system in 
urban areas, and for projects on ap- 
proved extensions of the Federal-aid 
secondary system within urban areas. 

Sec. 2. (a) For the purpose of expe- 
diting the construction, reconstruction, 
and improvement, inclusive of necessary 
bridges and tunnels, of the national 
system of interstate highways, including 
extensions thereof through urban areas, 
designated in accordance with the pro- 
visions of section 7 of the Federal-Aid 


S. 1048 


Be it enacted by the Senate and House 
of Representatives of the United States of 
America in Congress assembled, That, 
for the purpose of carrying out the pro- 
visions of the Federal-Aid Road Act 
approved July 11, 1916 (39 Stat. 355), 
and all Acts amendatory thereof and 
supplementary thereto, there is hereby 
authorized to be appropriated the sum 
of $900,000,000 for the fiscal year end- 
ing June 30, 1957, and a like sum for 
each succeeding fiscal year thereafter 
up to and including the fiscal year 
ending June 30, 1961. 

The sum herein authorized for each 
fiscal year shall be available for expend- 
iture as follows: 

(a) $400,000,000 for projects on the 
Federal-aid primary highway system. 

(b) $300,000,000 for projects on the 
Federal-aid secondary system. 

(c) $200,000,000 for projects on the 
Federal-aid primary highway system in 
urban areas, and for projects on ap- 
proved extensions of the Federal-aid 
secondary system within urban areas. 

Sec. 2. (a) For the purpose of expe- 
diting the construction, reconstruction, 
and improvement, inclusive of necessary 
bridges and tunnels, of the National 
System of Interstate Highways, includ- 
ing extensions thereof through urban 
areas, designated in accordance with 
the provisions of section 7 of the Federal- 
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Existinc Law 


Highway Act of 1944 (58 Stat. 838), 
there is hereby authorized to be SS 

riated the additional sum of $175,- 
500,000 for the fiscal year ending June 
30, 1956, and a like additional sum for 
the fiscal year ending June 30, 1957, 
The sum herein authorized for each 
fiscal year shall be apportioned among 
the several States in the following 
manner: one-half in the ratio which the 
population of each State bears to the 
total population of all the States, as 
shown by the latest available Federal 
census: Provided, That no State shall 
receive less than three-fourths of 1 per 
centum of the money so apportioned; 
and one-half in the manner now pro- 
vided by law for apportionment of funds 
for the Federal-aid primary system: 
Provided further, That the Federal share 
payable on account of any project on 
the national system of interstate high- 
ways provided for by funds made avail- 
able under the provisions of this section 
shall be increased to 60 per centum of 
the total cost thereof, plus a percentage 
of the remaining 40 per centum of such 
cost in any State containing unappro- 
priated and unreserved public lands 
and nontaxable Indian lands, individual 
and tribal, exceeding 5 per centum of 
the total area of all lands therein, equal 
to the percentage that the area of such 
lands in such State is of its total area. 


(Sec. 1 of existing law) 


~ * * * * 


* * * Provided further, That not more 
than 10 per centum of the amount 
apportioned to each State under sub- 
paragraphs (a), (b), or (e) of this 
section may be transferred from the 
apportionment under one subparagraph 
to the apportionment under either of 
the other subparagraphs: Provided fur- 
ther, That such transfer is requested by 
the State highway department and is 
approved by the Governor of said State 
and the Secretary of Commerce as being 
in the public interest: Provided further, 
That the total of such transfers shall not 
increase the original apportionment 
under any subparagraph by more than 
10 per centum: Provided further, That 
the transfers hereinabove permitted for 
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Aid Highway Act of 1944 (58 Stat. 
838), there is hereby authorized to be 
T— the additional sum of 
$1,000,000,000 for the fiscal year end- 
ing June 30, 1957, the additional sum 
of $1,250,000,000 for the fiscal year 
ending June 30, 1958, the additional 
sum of $1,500,000,000 for the fiscal year 
ending June 30, 1959, the additional 
sum of $2,000,000,000 for the fiscal year 
ending June 30, 1960, and the additional 
sum of $2,000,000,000 for the fiscal year 
ending June 30, 1961. The sum herein 
authorized for each fiscal year shall be 
apportioned among the several States in 
the following manner: one-half in the 
ratio which the population of each State 
bears to the total population of all the 
States, as shown by the latest available 
Federal census: Provided, That no State 
shall receive less than three-fourths of 
1 per centum of the money so appor- 
tioned; and one-half in the manner 
now provided by law for apportionment 
of funds for the Federal-aid primary 
system: Provided further, That the Fed- 
eral share payable on account of any 
project on the National System of 
Interstate Highways provided for by 
funds made available under the pro- 
visions of this section shall be increased 
to 90 per centum of the total cost 
thereof, plus a percentage of the remain- 
ing 10 per centum of such cost in any 
State containing unappropriated and 
unreserved public lands and nontaxable 
Indian lands, individual and tribal, 
exceeding 5 per centum of the total area 
of all lands therein, equal to the per- 
centage that the area of such lands in 
such State is of its total area: And 
provided further, That such Federal 
share payable on any project in any 
State shall not exceed 95 per centum 
of the total cost of such project. 

Sxc. 3. Not more than 20 per centum 
of the amounts apportioned to each 
State under sections 1 and 2 may be 
transferred from the apportionment 
under either section or subparagraph 
to the apportionment under either of 
the other sections or subparagraphs: 
Provided, That such transfer is requested 
by the State highway department and 
is approved by the Governor of said 
State and the Secretary as being in the 
public interest: Provided further, That 
the Federal share payable on account 
of any project provided for by funds 
made available by transfer under the 
provisions of this section shall not 
exceed 50 per centum of the construction 
costs thereof, including the costs of 
rights-of-way, except that in the case of 
any State containing unappropriated 
and unreserved public lands and non- 
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Existing Law 


funds authorized to be appropriated for 
the fiscal years ending June 30, 1956, 
and June 30, 1957, shall likewise be 
rmitted on the same basis for funds 
eretofore or hereafter authorized to be 
appropriated for any prior or subse- 
uent fiscal year: And provided further, 
at nothing herein contained shall be 
deemed to alter or impair the authority 
contained in the last proviso to sub- 
ragraph (b) of section 3 of the 
ederal-Aid Highway Act of 1944. 


Sec. 5. For the purpose of carrying 
out the provisions of section 10 of the 
Federal-Aid Highway Act of 1950 (64 
Stat. 785), there is hereby authorized to 
be appropriated for the survey, construc- 
tion, reconstruction, and maintenance 
of main roads through unappropriated 
or unreserved public lands, nontaxable 
Indian lands, or other Federal reserva- 
tions the sum of $1,000,000 for the fiscal 
year ending June 30, 1956, and a like 
sum for the fiscal year ending June 30, 
1957, to remain available until ex- 
pended. 

Sec. 6. Any funds authorized for the 
fiscal year ending June 30, 1955, or 
herein authorized for forest highways, 
forest development roads and trails, 
park roads and trails, parkways, Indian 
roads, and publie lands highways shall 
be immediately available for contract: 
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taxable Indian lands, individual and 
tribal, exceeding 5 per centum of the 
total area of all lands therein, the 
Federal share shall be increased by a 
percentage of the remaining cost equal 
to the percentage that the area of all 
such lands in such State is of the total 
area: Provided further, 'That the total 
of such transfers shall not increase the 
original apportionment under any sub- 
paragraph by more than 20 per centum: 
Provided further, That the transfers 
hereinabove permitted for funds author- 
ized to be appropriated for the fiscal 
years ending June 30, 1957, through the 
fiscal year ending June 30, 1961, shall 
likewise be permitted on the same basis 
for funds heretofore or hereafter author- 
ized to be appropriated for any prior 
or subsequent fiscal year: And provided 
further, That nothing herein contained 
shall be deemed to alter or impair the 
authority contained in the last proviso 
to subparagraph (b) of section 3 of the 
Federal-Aid Highway Act of 1944. 

Sec. 8. For the purpose of carrying 
out the provisions of section 10 of the 
Federal-Aid Highway Act of 1950 (64 
Stat. 785), there is hereby authorized to 
be appropriated for the survey, construc- 
tion, reconstruction, and maintenance 
of main roads through unappropriated 
or unreserved public lands, nontaxable 
Indian lands, or other Federal reserva- 
tions the sum of $2,000,000 for the fiscal 
year ending June 30, 1956, and a like 
sum for each of the fiscal years to and 
including the fiscal year ending June 30, 
1961. 

Sec. 9. Any funds authorized herein 
for forest highways, forest development 
roads and trails, park roads and trails, 
parkways, Indian roads, and public 
lands highways shall be available for 
contract for one year in advance of 
year for which authorized: 


Further changes in existing law are shown below (existing law 
proposed to be omitted is enclosed in black brackets, new matter is 


printed in italics): 


FeperAt-Aip Hignuway Act or 1944 


Sec. 7. There shall be designated within the continental United States a 
National System of Interstate Highways not exceeding [forty thousand] forty- 
two thousand five hundred miles in total extent so located as to connect by routes, 
as direct as practicable, the principal metropolitan areas, cities, and industrial 
centers, to serve the national defense, and to connect at suitable border points 
with routes of continental importance in the Dominion of Canada and the Republic 


of Mexico. * * * 


So much of the first section and of section 2 of the Federal-Aid Highway Act of 1954 


as authorize appropriations for the fiscal year ending June 30, 1957, are hereby 


repealed. 


SUPPLEMENTARY VIEWS BY MR. CASE 








SAN OLITE 





—————— BM 


I voted to report S. 1048, as amended, because it has truly become a 




















1 ‘committee bill and because it has been amended to incorporate the b 
best features of the several proposals before the committee and is E 

$ designed to provide a balanced program of the greatly accelerated É 

I highway construction which the country needs and which the President i 
PB has recommended. E 
" I regret that the committee did not come to an agreement on some i | 
: method to assist or insure the financing of the program that would be Ei 

i authorized but I recognize that the Senate Committee on Public Works : 

! should not trespass on the jurisdiction of either the Committee on E 

i Finance or the Committee on Appropriations and that under the È 

; Constitution revenue measures must originate in the House of Repre- : 
sentatives. I think, however, that we might have proposed some use $ 


fees or might have deferred the effective date until additional revenues 
had been provided through the regular processes of tax legislation. 
Í I may offer or support amendments to that end which appear to be 
soundly conceived within the integrity of our legislative processes. 
On the basic question, however, of providing a program for building 
roads to meet the Nation’s needs, the committee has met its responsi- 
bility within its jurisdiction under the rules of the Senate and the 7 
Constitution. It has responded directly to the appeal of the Presi- ! 
dent’s special message to the Congress requesting an accelerated pro- 
gram of highway construction. I submit some considerations for the 
Senate which I found compelling on whether I should vote to report ; 
the bill or to hold it in committee and off the floor of the Senate. E 
I. The amended S. 1048 is definitely a committee bill. Of its 21 S 
pages of text, the equivalent of 16 pages are either printed in italics or 
with stricken-through letters indicating an amendment. 
Every dollar allocation figure in the bill is an amended figure from 
the bill as introduced. 
4 II. The provisions of bill S. 1160 were offered as a substitute and 
were rejected by a 9 to 4 vote. 
To have killed S. 1048 in committee, then, after it had been amended 
so completely, generally by large majorities on each individual amend- 
ment, would have been to deny the Senate an opportunity to consider 


à highway legislation at this session of Congress. 

A III. Seldom has a bill on any subject received the extended hearings 

d that the pending legislation received. 

T. It was before the committee and the country for approximately 3 i 

5 months with dver 21 days of public hearings scattered over 8 weeks Í 

f and several additional days of detailed examination in executive meet- : 
ings of the committee. Literally every line of the bill was read in i 
committee and intensively considered as the detail of amendments : 
shows. 


IV. The major amendments adopted in committee bring the bill 

uarely in line with the roadbuilding objectives stated in the report 
of the Clay Committee and the special message of the President. 

The program if carried forward will give us a National System of E 
Interstate Highways in 10 years designed to meet the need of the i 
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country 20 years from now and good for 30 years. It will also give us, 
as S. 1160 originally did not, an accelerated program for the Federal 
primary, Federal secondary, urban, and Federal lands road systems, 
apportioned to give us a balanced progress with completion in 25 
years. 

Some of these amendments may be cited to make this clear: 

(1) Interstate system.—Originally S. 1048 proposed $500 million 
annually for the Interstate System, plus one-half that amount in State 
matching. S. 1160 proposed an average of about $2.3 billion per 
year in Federal funds. S. 1573 proposed an average of $1,800,000 
plus 10 percent matching by the States. As amended, S. 1048 pro- 
poses an initial $1 billion for the first year, increasing to $2 billion in 
the fourth year for an average of approximately $1,600 million plus 
$175 million in State matching on a 90 to 10 ratio, for approximately 
$1,775 million during the first 5 years. 

Maintaining the level reached in the fourth and fifth years for 
another 5 years would give a total of approximately $24 billion for 
the Interstate System over a 10-year period. When it is recalled that 
S. 1048 does not propose to spend $3 billion for procurement of up-to- 
standard highways already built, either toll or free, it will be noted 
that the net available for building roads is as much as or more than 
was suggested in the planning of the Clay Committee. 

(2) Ratio of matching.—Last year, in the 1954 act, Congress placed 
matching for the Interstate System on a 60-40 basis, recognizing the 
Federal interest in building this selected mileage to a higher standard. 
S. 1048 as originally introduced proposed 66% to 33% ratio. S. 1160 
proposed 100 percent Federal funds in construction, 95-5 on rights- 
of-way. S. 1573 proposed the 90 to 10 ratio which the committee 
adopted. 

One hundred percent Federal payment for projects that have strong 
State and local interests in location and service is seldom good. The 
Federal agency is tempted to override considerations that ought to 
be respected; worthy considerations are repressed locally because 
Uncle Sam is paying for it. 

Partnership in payment is a guaranty that public interest is pro- 
tected on both the national and local levels. Besides this, to require 
a 10 percent contribution augments the funds for highway building. 

(3) Balanced progress.—' The amended amounts recommended in the 
bill for Federal primary ($400 million), for Federal secondary ($300 
million), and urban ($200 million), are in exact ratio to the dollar cost 
estimates for completion of the respective systems as set forth in the 
report prepared by the Bureau of Public Roads from the study 
directed by section 13 of the Federal-Aid Highway Act of 1954. 

The respective costs were: Primary, $19,899 million or $20 billion 
in round figures; secondary, $14,983 million or $15 billion in round 
figures; and urban, $9,993 million, or $10 billion in round figures. 

Assuming that the proposed allocations are matched on the cus- 
tomary 50-50 basis, an annual program of twice the Federal allocations 
will be attained. This will provide $800 million annually on the 
$20 billion primary system needs, $600 million on the $15 billion 
needs of the secondary system, and $400 million on the $10 billion 
urban needs. 

In proposing the amendment carrying these figures I did not like 
the prospect of a 25-year requirement to catch up, yet the $900 
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million annual Federal total represents a substantial increase over the 
current $700 million level of the 1954 act, as it, in turn, was a sub- 
stantial boost over the $550 million level of the 1952 act. 

And even so, the new amounts will require sizable augmentation of 
highway appropriations on both the State and Federal level. 'The 
offer of the Federal Government to step up the allocations is the incen- 
tive needed if the States and local governments are to meet the hopes 
expressed by the Clay Committee. 

(4) Transferability.— The committee also increased the transfera- 
bility in a State’s apportionments from the 10 percent authorized in 
last year's act to 20 percent as proposed in S. 1573. 

The American Association of State Highway Officials has long 
advocated a 25 percent transferability. The Bureau of Public Roads 
says that the new 10 percent transfer authority, is being well utilized 
by the States and endorsed the increase to 20 percent. 

It is impossible for the Federal Government to measure relative 
priority in every State on a current project basis. The transfer 
clause, in my opinion, is an important step in getting a balanced com- 
pletion of highway systems in each State according to its individual 
needs and affords another reason for supporting the committee bill. 

(5) Roads on Federal lands.—'The committee also adopted another 
major feature of S. 1573—that we carry along the roads on lands 
administered or owned by the Federal Government at the level estab- 
lished in the Federal Highway Act of 1954. 

I have long contended that the United States should not discrimi- 
nate against its own lands in apportioning funds for roadbuilding. 
The acceptance of this amendment by the committee will appeal, I 
believe, to all Members of the Congress who are familiar with the 
backward condition of roads on Federal lands. 

VI. I regret that the committee was not able or lacked the power or 
jurisdictional authority to recommend a financing provision on which 
a majority of the committee could agree. 

Personally, I have no desire to trespass on the jurisdiction of other 
committees or to invade the prerogatives of the House of Repre- 
sentatives as established in the Constitution for initiating revenue 
legislation. I think, however, that we might provide a method of 
financing through license fees or use fees that do not invoke the 
sovereign power of a tax levy and thereby put this highway program 
more early on a pay-as-you-go basis. 

We might also postpone the effective date of the provisions of the 
bill until the appropriate Committees on Finance in the House and 
Senate can have an opportunity to act or until the Secretary of the 
Treasury can certify to an increase in certain revenues. 

If what seems to me to be a competent amendment on either of 
these points is developed, I have reserved the right to offer or support 
it. I shall not, however, support any amendment which proposes to 
take the proceeds of a tax and make it liable to the claims of any 
particular set of bondholders. 

Any bonded debt which us underwritten by a pledge of revenues 
collected through the taxing power of the Federal Government should 
show in the national debt. 

I commend the committee bill, S. 1048, as amended, to the con- 
sideration of the Senate because it will provide the highway develop- 
ment which the President has said is needed by the Nation. 


Francis Case. 
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MINORITY VIEWS OF MR. MARTIN, MR. BUSH, 
AND MR. COTTON ON $. 1048 


We oppose S. 1048 because: 

1. It will not build within 10 years, or any other given period, the 
National System of Interstate Highways, essential in peacetime to 
the growth of our prosperity, and in time of war vital to survival. 

2. It offers no plan to finance construction of the Interstate System, 
except through higher taxes and increased general debt. 

3. It creates an illusion of roads which will not be there. 

4. It places burdensome and expensive Federal controls over high- 
way construction and operation which heretofore have been left 
exclusively to the States. 

5. It discriminates against States which have had the initiative to 

forward with highways, both free and toll, serving the interstate 
System. 

We favor S. 1160 because: 

1. It builds the Interstate System within a period of 10 years, thus 
(a) reducing the terrible toll in automobile deaths and injuries, (b) 
promoting commerce between the States, the lifeblood of our economy, 
and (c) strengthening our military and civilian defense. 

2. It guides Federal dollars so that they follow and serve Federal 
responsibilities and greatest Federal needs. 

3. It permits the orderly development of other highway systems— 
primary, secondary, and urban—while making certain that the most 
important from the national standpoint—the Interstate System of 
Defense Highways—is built for use now, instead of 20 or 30 years 
from now, or perhaps never. 

4. It does not impair States’ rights. 

5. It offers a sound pay-as-you-use financing plan which does not 
require increased taxes, but which does provide for liquidation of the 
a Ki be incurred and for its payment primarily by those who most 

enefit. 

6. It deals fairly with those States which have progressed with 
modern free and toll highways serving the Interstate System. 


INTRODUCTORY 


S. 1048 scatters billions of politically guided Federal dollars over 
the country for the next 5 years as though they were shot from a 
blunderbuss. These widely scattered dollars will not build those 
roads having the greatest national interest. They will not bring 
about the completion of the National System of Interstate Highways 
so vitally needed for the safety of our citizens, our national and 
civil defense, and our economy. They may affect votes, but they do 
not solve this country’s road problem. 

In contrast to S. 1048, the so-called Clay or administration bill, 
S. 1160, accomplishes the clear-cut objective of building the Inter- 
state System within a 10-year period and financing it on a debt- 
liquidating basis without raising taxes. It faces the vexing problems 
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involved and solves them. It blazes a new trail in Federal road 
legislation demanded by present-day conditions. 

This country needs adequate highways now, not 20 years from now. 
Everyone admits, and the hearings prove, that our present highways 
are entirely inadequate. The backbone of our hi hways is the 40,000 
miles of the Interstate System. This system is relatively the most in- 
adequate. This system involves the greatest national interest and 
responsibility, and should receive top priority. Its completion is a 
military and economic necessity. 

The majority are going on the theory that dollars alone will solve 
all problems. They fail to follow the advice of most of our experts, 
and so fail to guide the use of those dollars to a definite objective. 
They fail to take into account the fact that a number of States will 
be unable to match the Federal dollars authorized. They fail to pro- 
vide any definite plan for the completion of the Interstate System, and 
thereby utterly disregard the national- and civil-defense needs of this 
country during this most critical period of its history. They leave 
this system unfinished even though the Federal participation is 90 
percent of the cost. 
dol Not only do the majority fail to directly tackle our greatest needs, 
SL but they blindly refuse to be concerned with the fact that the people 

i of this country have been taxed, and taxed, and taxed, and that the 

public debt has mounted to staggering proportions. They ignore the 
administration’s solution of building the Interstate System without 
any increase in taxes and on a sound debt-liquidating basis (pay-as- 
you-use). They refuse to take into account the fact that roads are a 
capital asset which generate their own revenues. 

In reporting out S. 1048, the majority are not merely guilty of 
legerdemain. S. 1048 exemplifies legislative deception run wild. 
S. 1048 will pull no roads out of a hat on a pay-as-you-use basis. It 
will keep many roads so well under the hat that they will never be 
constructed, but the general debt will rise and the taxpayers will be 
burdened with interest charges indefinitely. 

We are not alone in our opposition to S. 1048, or in our whole- 
hearted approval of S. 1160. In addition to the Clay Committee and 
the National Governor’s Conference, the American Municipal Asso- 

1 ciation, consisting of upwards of 12,000 municipalities in 44 States, 
the American Trucking Associations, and others vitally concerned 
with highway transportation, have indicated their approval of S. 1160. 
The American Association of State Highway Officials has gone on 
record that it is in accord with the provisions of S. 1160 which require 
the completion of the Interstate System within 10 years. Thus, 
many of the persons and organizations most interested, or expert, in 
road problems endorse S. 1160, and, therefore, must either actually 
oppose S. 1048, or at least have a substantial preference for S. 1160. 

The contrast between the well-planned and carefully considered 
S. 1160 and S. 1048 is striking. The following points need serious 
consideration: 
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8. 1048. WILL NOT BUILD THE INTERSTATE SYSTEM WITHIN 10 YEARS, OR 
ANY OTHER GIVEN PERIOD 


S. 1048 lacks a realistic approach to the objective of prompt com- 
pletion of the Interstate System, and under it, in our opinion, the 
system will not be completed. The majority emphasize the impor- 
tance of the Interstate System in their large authorizations for it 
relative to the other systems, but they have in fact authorized only 
30 percent of the funds necessary to complete it. 


(a) The apportionment of the interstate funds under S. 1048 is not based 
on actual needs. 

Section 2 (a) of S. 1048 provides for the apportionment of the 
Interstate System funds in the same manner as the 1954 act; namely, 
one-half in the manner now provided for funds on the primary system, 
and one-half in the ratio which the population of a particular State 
bears to the total population of all States. Calculations made on 
this basis of apportionment indicate clearly that some States will not 
receive sufficient funds to construct the portion of the Interstate 
System lying within their boundaries, while other States will receive 
more funds than they can use on the Interstate System. 

It is obvious that this situation is bound to exist when the facts are 
taken into account. Primary system funds are apportioned on the 
basis of a State’s area, population, and mileage of rural delivery 
routes and star routes. Accordingly, one-half of the interstate funds 
are being apportioned under an old formula developed for an entirely 
different purpose. The apportionment of the other one-half is based 
on population. The Interstate System was designated so as to 
connect by routes as direct as practicable the principal metropolitan 
areas, cities, and industrial centers to serve the national defense. 
Any similarity to the amount of the actual cost of construction of the 
Interstate System in a particular State and the funds apportioned to 
that State under S. 1048 must necessarily be purely coincidental. 

The result of this lack of legislative realism will be that the Inter- 
state System will not be constructed, for it is entirely unlikely that 
those States which do not receive sufficient funds will complete their 
portions of the system. On the other hand, those States which re- 
ceive more than they need will, undoubtedly, take advantage of the 
provision of S. 1048 which permits the transfer of 20 percent of their 
interstate funds to other systems, and so they would receive an in- 
equitable windfall. 

This is one of a number of instances which evidence the failure of 
the majority to grasp the fundamental concept of the Clay report and 
S. 1160. This concept involves a complete departure from the 1921 
pattern of road legislation in that it has for its purpose the completion 
of a particular system of roads within a given period. This purpose 
cannot be accomplished without paying for the construction of such 
a system on the basis of its cost. This concept is the only one which 
will build the system. 


(b) Insufficient funds authorized 


S. 1048 authorizes the appropriation of Federal funds for the Inter- 
state System for the next 5 years in the total amount of $7,750 million. 
Estimates indicate that the total cost of the Interstate System will 
approximate $27 billion. The authorization of less than 30 percent 
of the entire cost obviously will not build the system. 
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B. 1160 WILL BUILD THE INTERSTATE SYSTEM WITHIN A PERIOD OF 10 
YEARS, AND WILL PROVIDE ADEQUATE STANDARDS AND PERMIT 
LONG-RANGE PLANNING 


The objective of S. 1160 is the completion of the construction of the 
Interstate System within the next 10 years. This system undoubtedly 
is the country’s most important system, both from an economic, and 
also a national and civil defense, viewpoint. The Department of 
Defense strongly endorsed S. 1160. This system is the backbone of 
our entire bhi system. The other systems are complementary 
to this system, and more readily lend themselves to gradual improve- 
ment. The Interstate System, though it embraces only 1.2 percent 
of total road mileage, joins 42 State capitals and 90 percent of all 
cities over 50,000 population. It carries more than a seventh of all 
traffic. The completion of this system with control of access will pro- 
vide the means for movement of military men and material in time 
of war, and will substantially promote interstate commerce in time 
of peace. The completion of this system is a Federal responsibility. 

In considering the importance of this system should war be thrust 
upon us, the need for evacuating target areas must never be forgotten. 
As the President of the United States said in his message on the high- 
way program: 

In case of an atomic attack on our key cities, the road net must permit quick 
evacuation of target areas, mobilization of defense forces, and maintenance of 
every essential economic function. But the present system in critical areas would 
be the breeder of a deadly congestion within hours of an attack. 

S. 1160 recognizes this problem. An element of its plan is the pro- 
vision for urban connections to the Interstate System which are so 
urgently needed. 


(a) The allocation of Federal funds is based on actua! needs 

S. 1160 recognizes the indisputable fact that the way to get the 
Interstate System is to pay for it. Therefore, it permits the alloca- 
tion of funds to the various States on the basis of their actual needs. 
It recognizes that the cost of construction substantially varies from 
State to State because of the differences in mileage, terrain, traffic, 
and various other factors. 

In the past, formulas were developed seeking to permit an equitable 
distribution of Federal dollars to the States. The objective of S. 
1160 is not the apportionment of Federal dollars, but rather the con- 
struction of a nationally important system of highways. Accordingly, 
a formula merely distributing dollars is neither warranted nor work- 
able. The absence of such a formula affords no basis for a charge of 
favoritism of one State over another, since the 37,600 miles of the 
system were designated many years ago pursuant to legislative 
mandate, and long before there was any thought of a plan such as the 
present one. ‘The system is laid out from a national viewpoint and 
on a basis of the economic and defense needs of the entire country. 
(b) Sufficient funds authorized for completion of Interstate System 

The Bureau of Public Roads received estimates from al! of the 
States as to the cost of construction of the Interstate System. These 
estimates formed the basis for the estimate by the Clay Committee 
that the cost of the whole Interstate System would approximate $27 
billion. 5S. 1160 provides for Federal participation to the extent of 
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$25 billion. It requires dollar payments by the States equaling those 
to be made by them for the Interstate System under the 1954 act. 
Thus, S. 1160 authorizes all of the funds estimated to be needed for 
the completion of the whole Interstate System. 


(e) Long-range planning 

In providing for the entire cost, S. 1160 makes possible a continuing 
rogram over a 10-year period. This permits long-range planning. 
n any major construction project, long-range planning is essential. 
The Panama Canal and the St. Lawrence seaway are examples of 
projects authorized by Congress where long-range planning was 
provided. If we are to have an Interstate System constructed 
within 10 years, the same type of approach is necessary. Advance 
planning is particularly important today to make possible prompt 
acquisition of rights-of-way. It is also important in that it permits 
the acquisition and use of machinery and materials on a more 
economical basis. S. 1048 does not permit advance planning because 
it provides only 30 percent of the necessary funds. 


(d) Standards required 

It is further the objective of S. 1160 to build the Interstate System 
up to such standards as will produce safe highways adequate to handle 
traffic needs for at least the next 20 years. "There is no question but 
that the Interstate System must be built to the highest standards. 
The standards set out in S. 1160 have been carefully considered and 
are generally acceptable to the American Association of State High- 
way Officials and others who have a primary interest in roads. If 
we are to have a safe and efficient Interstate System of Highways, it 
is essential that they be built to adequate standards. This not only 
makes the highways safer, but also tends to make them permanent 
and so protects the Nation’s capital investment. 





1048 AUTHORIZES FEDERAL DOLLARS A NUMBER OF THE STATES 
CANNOT MATCH 


8. 






During the past 30 years, it has been customary for Congress to 
authorize the expenditure of Federal funds for roads on a biennial 
basis. In 1954 this Congress passed the largest road act from the 
point of view of Federal dollars in the history of the country. The 
authorizations almost doubled the authorizations contained in the 
1948 act. The authorizations contained in S. 1048 for the fiscal year 
ending June 30, 1957, more than double the authorizations contained 
in the 1954 act. Even with this tremendous increase in authoriza- 
tions, the emphasis in S. 1048 is upon distributing dollars, instead of 
building roads where they are most urgently needed. S. 1048 gives 
the States more and more Federal dollars without a target for the 
expenditure of such dollars. It also authorizes Federal dollars that 
a number of the States cannot match. 

In contrast, S. 1160 plans the construction of the Interstate System 
within a 10-year period. It aims at this single objective, and no other. 
Today’s demands on the Federal Treasury are enormous. The Federal 
Government cannot fully meet every such demand. Congress must 
decide which are the most urgent demands. Most of the road experts 
agree that the Interstate System is the most important and should be 
given top priority. S. 1160 follows this expert opinion and aims the 
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available Federal dollars where they will be most productive. S. 1048 
scatters them so that they will not only be less productive, but some 
of them will not produce at all. 

Ever since 1916, when the first modern-road legislation was enacted, 
the States have matched their Federal-aid apportionments with but 
two minor exceptions. Despite this precedent, the present record 
contains a survey made by the American Association of State Highway 
Officials indicating that 26 of the 48 States would have been unable to 
match their Federal-aid apportionments under S. 1048 as originally 
introduced. While the amendments to S. 1048 would probably 
reduce this number, unquestionably there will still be a number of 
States that cannot match. In addition, some of the States, in order 
to meet matching requirements, will have to divert funds that they 
would ordinarily spend entirely on their own local needs and not on 
Federal-aid highways. The authorizations to States which cannot 
match are illusory and tend to prevent larger authorizations for the 
more important Interstate System. 


PROVISIONS FOR INTERSTATE SYSTEM PERMIT ACCELERATED DEVELOP- 
MENT OF OTHER SYSTEMS 


The charge has been made that S. 1160 would hamper development 
of the other Federal-aid systems, primary, urban, and secondary. 
This is based upon a misconception and is totally erroneous. On the 
contrary, S. 1160 would encourage the orderly development of these 
systems by (a) releasing to the States huge sums which they have 
heretofore had to use as matching funds for the Interstate System, and 
(6) permitting periodic review by the Congress of highway needs. 
Traditionally, the Congress has considered highway legislation in the 
even-numbered years. If this practice is continued, as would be the 
case if S. 1160 were adopted, the needs for the other systems could be 
carefully considered on a current basis and with full recognition of the 
ability of the States to raise the required matching funds. 

The authorizations in the 1954 act are the largest in history for 
all of the systems. This act authorized $175 million for the Interstate 
System for the fiscal years ending June 30, 1956, and June 30, 1957. 

he 1952 act authorized $25 million for the fiscal years ending June 
30, 1954, and June 30, 1955. Prior to the 1952 act, there were no 
authorizations for the Interstate System as such. Routes of the 
40,000-mile Interstate System coincide to a great extent with those 
on the 235,000-mile primary system. As a result, the States up to 
the present time have been expending substantial portions of their 
primary and urban funds on routes of the Interstate System. 

The following table graphically illustrates the substantial amounts 
of primary and urban fu nds allotted to Interstate System projects in 
the past 2 calendar years. These averaged about $140 million in 
each of these years. This sum constituted about one-third of the 
total Federal primary and urban funds allotted for these years. 
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Primary and urban funds used on interstate projects 


Primary Urban Total 


Calendar | Calendar | Calendar | Calendar | Calendar | Calendar 
year 1953 | year 1964 | year 1953 | year 1954 | year 1953 year 1954 


Federal funds allotted to In- | 
terstate System projects $70, 719, 411| $69, 516, 787| $64, 506, 792. $76, 769, 222 —— ie 286, 009 


Federal funds allotted to all 
$224, 113, 039/$300, 129, 879/$154, 983, 174 $178, 132, 203 $379, 096, 213/$478, 262, 082 


31. o 23. 2 4L. o 43. d 35. ; 30.6 


The tremendously increased allocations for the Interstate System, 
together with the much more favorable matching ratio, will un- 
doubtedly relieve the States of their obligations in connection with 
the Interstate System which they have heretofore fulfilled out of 
primary and urban funds. From now on the States will be relieved 
of spending primary money on the more costly portions of the primary 
system that coincide with the Interstate System. If this had been 
true in 1953 and 1954, the States would have had about $140 million 
more Federal funds in each of those years to spend on those portions 
of the primary system which do not coincide with the Interstate 
System. This will produce roads equivalent to an additional authori- 
zation of thissum. When this fact is taken into account, it becomes 
clear how unnecessary additional primary and urban authorizations 
are at this time. 


S. 1160 DOES NOT FREEZE OTHER SYSTEM AUTHORIZATIONS 


Criticism has been leveled at S. 1160 on the erroneous ground that 
authorizations for the other systems are frozen at their present level. 
We wish to make it clear that S. 1160 does not purport to, nor does it 
in fact, make provision for other systems. S. 1160 is a bill relating 
solely to the Interstate System. There is nothing in S. 1160 that 
would prevent Congress from increasing the present authorizations for 
other systems at such times as the need arises and the States are able 
to match the authorizations. ; 

This confusion may have arisen from the fact that thè Clay Com- 
mittee recommends Federal authorizations for other systems totaling 
$622,500,000, and that section 105 (b) of S. 1160 uses this figure as 
a measure in connection with the taxes to be available for financing 
the Interstate System. This is not legislation specifically authorizing 
these amounts for the other systems. Absolutely no provision is 
contained in S. 1160 which authorizes or freezes amounts for the 
other systems. Under the 1954 act, these authorizations have been 
made through and including the fiscal year ending June 30, 1957. 
S. 1160 is properly limited solely to the Interstate System. 
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S. 1048 IN CONTRAST TO S. 1160 PLACES SUBSTANTIAL FEDERAL CONTROLS 
OVER HIGHWAY CONSTRUCTION AND OPERATION, WHICH UP TO NOW 
HAVE BEEN LEFT EXCLUSIVELY TO THE STATES 


Section 17 of S. 1048 provides that any State desiring to accept 
the benefits of the interstate highway apportionments must come 
within the Davis-Bacon Act. Section 2 (d) in effect freezes the 
minimum State requirements for weight and size standards for trucks. 
These two provisions override a long-established precedent that high- 
way construction shall be carried out under State law, and that 
States shall have the sole responsibility for the operation and main- 
tenance of highways. 

When these provisions are compared with the provisions of S. 1160, 
the charges that S. 1160 will bring about increases in Federal controls 
are rendered almost ludicrous. The tremendous increase in Federal 
control that the above two measures would give are not comparable 
with the simple provision of S. 1160 which permits the Corporation 
to settle disputes between the Secretary of Commerce and the States 
if such disputes shall arise. How any proponent of S. 1048 in the light 
of its very real controls can seriously criticize S. 1160 on the ground 
that it adds to Federal controls is difficult to understand. 

The undersigned firmly endorse the principle of fair labor standards 
legislation, and believe that its application in some fields by the 
Federal Government is proper and desirable. However, its proposed 
application to Federal-aid highways raises many problems which 
require the most thoughtful study. We believe this matter should 
be fully and carefully considered by the Committee on Labor and 
Public Welfare, since serious questions concerning labor relations are 
involved. However, since it was before this committee, we feel that 
we must point out some of the considerations which lead us to suggest 
a cautious approach. 

The Davis-Bacon Act was enacted by Congress during the early 
stages of the depression of the 1930’s. At that time very few, if any, 
of the States had minimum-wage laws on their statute books, nor 
had the Federal Fair Labor Standards Act been passed. Today, 
two-thirds of the States have minimum-wage laws or are operating 
under general labor-management areawide wage rate agreements cov- 
ering highway construction. Indications are that about one-half of 
the States have minimum-wage laws based on prevailing rates being 
paid in the locality of the work. Labor classifications in those States 
follow in most cases the general pattern set in union-employer agree- 
ments, and in some areas are parallel to those used in the administra- 
tion of the Davis-Bacon Act. 

The Davis-Bacon Act is now applicable to highway work performed 
under direct Federal contract. It requires, prior to the advertising 
for bids, that minimum-wage rates be determined for all laborers and 
mechanics employed on the project. These minimum rates are based 
on prevailing rates in the area. The boundaries of the area and the 
methods for determining prevailing rates are determined by tbe 
Secretary of Labor. "There is no appeal from his decision. 

The regulations further require that copies of all payrolls be received 
and checked by the Bureau of Public Roads for compliance with labor 
standards, cached rates of wages paid, overtime, and classification 
or reclassification of employees of the contractor or subcontractor, 
conformable to the labor classes set forth in the Labor Secretary’s 
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decision of minimum wage rates to be paid on the project. It has been 
estimated that some 4,000 contracts would be involved annually under 
section 17. This would require the checking of upwards of 10 million 
payroll items for compliance with labor standards provisions. In 
addition, there would be involved investigations and hearings on 
wages or other labor disputes growing out of the performance of the 
contract, and surveys of wage levels. 

One only has to glance at the above procedures and figures to 
understand the vastly increased burden of Federal administrative 
work involved. Whenever this amount of paperwork becomes 
involved, delays are bound to occur. Accordingly, the enactment of 
this section would result in serious delays to the completion of the 
Interstate System. The procedure indicates the centralized control 
and vast power which this section would place in the Secretary of 
Labor. 

Those who use the analogy of other Federal legislation, such as 
the building of a housing project, or an airport, or a hospital, do not 
take into account the magnitude of the construction work con- 
templated. Nor do they take into account the fact that roads stretch 
throughout all parts of the land and affect all communities small and 
large. It is so vast that other precedents are not appropriate. 

The employment of labor is generally recognized as a local matter, 
affected many times by conditions that do not apply universally. 
Rates in rural areas frequently are less than those in cities because of 
living costs and reduced hazards involved in the performance of the 
work. For example, a laborer on a rural project would be subject to 
less hazard than one in a downtown locality. A contractor having a 
large building or housing contract would pay his laborers the same 
rates whether working on the building itself or on a street or alley to 
serve a new development. When such a rate is extended to all high- 
way work in the area, both rural and urban, then the highway rate 
would be entirely unrealistic and the fixing of such an arbitrary level 
might have a serious disruptive effect on highway construction. 

Such conditions are intensified where it becomes necessary to fix 

revailing levels of wage rates based on scattered information received 
in Washington, often thousands of miles away from the area in ques- 
tion. Such information may not only represent the highest rates in 
the area but may actually be paid under competitive economic or other 
conditions of special application only. 

It should be noted, finally, that the fact that S. 1048 purports to 
limit this Federal control to the Interstate System is illusory. It will 
gradually spread vast Federal controls to all Federal-aid highways, 
including farm-to-market roads. Its effect will also spread to purely 
local road construction and maintenance in every city, town, village, 
and hamlet throughout the Nation. 

Since these highways will be designed and contracted for by the 
States, will be built by the States, will belong to the States, and will 
be maintained and policed by the States, we believe that very careful 
thought should be given before the Federal Government takes on the 
heavy burdens of expense involved in checking millions of payroll 
items for compliance, holding hearings, making investigations, and 
otherwise extending its activity into areas heretofore universally 
recognized as responsibilities of the States. 
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8. 1048 IN CONTRAST TO 8. 1160 OFFERS NO PLAN TO FINANCE CONSTRUC- 
TION OF THE INTERSTATE SYSTEM 


For many years the taxpayers of this country have been subjected 
to a large number of taxes which have taken a very substantial slice 
out of their annual wages or income. In spite of this very severe 
taxation our national debt has mounted to the staggering sum of 
approximately $275 billion, and our total incurred indebtedness is 
perhaps $95 Dillion above this figure. We are now paying interest 
on our debt at the rate of approximately $7 billion a year. If this 
interest continued for 30 years, the total interest charges during this 
period would amount to $210 billion or 75 percent of the present 
national debt. 

Under these conditions no one desires to increase taxes nor to 
increase the country’s national debt if such increases can be avoided. 
However, we are faced today with an urgent need from every angle 
for a greatly accelerated highway construction program. The question 
presented is whether or not there is some way to meet this urgent 
need without raising taxes and without increasing the national debt. 

S. 1048 makes no attempt whatsoever to solve this problem. Under 
S. 1048 there would be a substantial increase in our national debt. 
We understand that the majority have recommended that taxes should 
be increased to cover a portion—but only a portion—of the estimated 
cost. If the House should follow this recommendation we would have 
both increased taxes and an increase in the national debt. 

S. 1160 attempts to solve this problem. It neither increases nor 
recommends the increase of taxes. It provides that the Corporation 
may borrow maximum amounts estimated to be sufficient to construct 
the Interstate System. The principal and interest on these borrow- 
ings is to be repaid out of amounts equivalent to annual gasoline and 
special fuel tax revenues in excess of $622,500,000. It has been esti- 
mated that these amounts will be sufficient over a 30-year period to 
pay for the Interstate System. In addition these tax revenues will 
provide $622,500,000 annually for other systems. 

S. 1160 does not increase the national debt through Treasury bor- 
rowings in the conventional manner. Such national debt is a general 
debt payable out of general revenues. S. 1160 provides a plan for the 
liquidation, from gasoline and special fuel tax revenues, of the in- 
debtedness to be incurred by reason of the construction of the Inter- 
state System. Our national debt has mounted alarmingly without any 
program for its liquidation. While this cannot always be avoided, we 
do feel where a liquidating program is possible as provided by S. 1160, 
it should be followed rather than criticized because it is unconventional. 

No harmful precedent is established by S. 1160. Government 
expenditures for highways can be distinguished from nearly all other 
Government expenditures. A road is a productive asset generating 
revenues; a bomber or tank is not, nor is a school or a hospital. There 
can be no question but that a portion of the funds put into the con- 
struction of highways represents a capital investment, particularly 
in the case of the Interstate System which will be built to the highest 
standards. Furtnermore, there is no question but that the capital 
invested in these roads will develop and produce additional income 
in the form of increased gasoline and other road user revenues, In- 
tangible revenues are produced in the contribution made to our general 
economic development. The financing plan proposed by S. 1160 
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is sound when applied to a capital investment which will produce its 
own revenues. 

Some of the criticisms of the financing plan of S. 1160 are discussed 
below. 

(a) “ Pay-as-you-go” 

In view of the fact that S. 1048 would require substantial borrowing 
by the United States Government, the majority no longer can contend 
that a pay-as-you-go basis for road construction is necessary. How- 
ever, we do wish to point out that it is a common practice in many of 
the States to issue bonds for highway construction. The Federal 
Government has recognized this practice by permitting within certain 
limitations the use of Federal funds to reimburse the States, which 
pay off highway bonds. The criticism against borrowing is un- 
warranted, and in any event the majority also contemplate borrowing. 


(b) Interest payments 

There is little substance, when carefully analyzed, in the criticism 
leveled at the payment of interest under S. 1160. This interest has 
been estimated to average $360 million per year, or a total of $11 billion 
over a 30-year period. It is impossible to calculate the interest 
charges under S. 1048. Obviously, under S. 1048 interest will be paid 
for many years into the future, and will eventually amount to a far 
higher figure than the interest payments called for under S. 1160. 
We wish to emphasize again that S. 1160 provides for a complete 
liquidation of the indebtedness, and so the total amount of the required 
interest payments can be determined. When the portion of our na- 
tional debt, that would be created by S. 1048, would be liquidated is 
not subject to a clear-cut determination and so is necessarily a guess. 
However, if the past two decades are used as precedents, interest 
payments under S. 1048 will far exceed those under S. 1160. 


(c) Gasoline and special fuel taxes as a measure 


S. 1160 has also been criticized because it uses the entire Federal 
gasoline and special fuel-tax revenues for highway purposes. In 1934 
Congress wrote into section 12 of the Hayden-Cartwright Act the 
following: 

Since it is unfair and unjust to tax motor-vehicle transportation unless the proceeds 
of such taxation are applied to the construction, improvement, or maintenance of high- 
ways, after June 30, 1935, Federal aid for highway construction shall be extended 
only to those States that use at least the amounts now provided by law for such 
purposes * * *. [Italics ours.] 


Under this act, Congress penalized those States which did not employ 
their highway user revenues to highway purposes. This law has been 
on the books for over 20 years, and it would seem inappropriate at 
this time to criticize the Federal Government for the expenditure of 
its entire highway revenues for highway purposes. Twenty-five 
States have constitutional provisions dedicating highway user taxes 
to highway purposes. (See appendix B.) 

It is a common practice in the States to pledge highway revenues 
for the payment of indebtedness instead of using them directly on a 
pay-as-you-go basis. If they are to be used, it does not seem material 
whether they are used for direct payments, or whether they are used 
as a pledge to secure the payment of bonds. While S. 1160 does not 
in fact pledge these revenues directly for the payment of the proposed 
highway bonds, it is used as a measure of payment to the corporation 
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which issued the bonds, and so to some extent is analogous to a pledge. 
We fail to see any objection whatsoever to this procedure. 


(d) S. 1160 does not come within section 21 of the Second Liberty Bond 
Act—the debt limitation statute 

We do not agree for one moment with the final criticism of the 
financing plan of S. 1160 which seems to be that the creation of a 
corporation and the issuance of bonds by it is a device which is not 
only bad policy, but which in effect is deceptive. There are a sub- 
stantial number of agencies and corporations of one sort or another 
which are authorized to borrow money for their corporate purposes 
either directly or through the Treasury. (See appendix C.) We are 
not aware that deception was charged on the formation of these 


corporations, and see no reason why it should be in connection with 


the proposed Federal Highway Corporation. 

Possibly the reason for the charge is that it contemplates borrowing 
the money without coming within the terms of section 21 of the Second 
Liberty Bond Act. The Attorney General has testified before this 
committee with respect to the legality of the Federal Highway Cor- 
poration and has completely refuted statements as to the illegality or 
deception in this financing plan. Section 21 contains provisions 
covering Treasury borrowing, and borrowing where the principal and 
interest are guaranteed by the United States. If these bonds are 
salable without a Government guaranty, and in fact [do not legally 
come within the terms of the statute—and the Attorney General said 
that they do not—there is no basis whatsoever for the criticism. 

We might add that the United States owes large sums that are not 
within section 21. Some of these are bonds which were issued before 
section 21 was enacted. Others are monetary obligations; others 
are contingent obligations; others are unpaid bills; and others are 
unobligated authorizations. All in all, the United States is liable for 
obligations in the above categories, actually incurred or authorized, 
in an amount approximating $150 billion. 5S. 1160 clearly limits the 
Corporation’s public borrowing authority to $21 billion. In the opin- 
ion of the Attorney General, "this borrowing i is not within the debt 
limit statute. It is spec sifically provided in S. 1160 that this borrowin 
is not to be a guaranteed debt, nor an obligation to which the ful 
faith and credit of the United States is pledged. The entire financing 
plan is clearly set out, and there is no basis whatsoever for the charge 
of deception or legerdemain. 


S. 1048 IN CONTRAST TO 8. 1160 DOES NOT DEAL EQUITABLY WITH STATES 
WHICH HAVE GONE FORWARD WITH FREE OR TOLL HIGHWAYS SERVING 
THE INTERSTATE SYSTEM 


S. 1048 discriminates against those States which have made progress 
with highways, free or toll, serving the Interstate System. In con- 
trast, S. 1160 attempts to make an equitable disposition of funds to 
those States which have already constructed free or toll roads adequate 
to be included in this vital system which serves the Nation. S. 1160 
also permits the reimbursement to States for toll roads to be con- 
structed in the future. 
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The problem created by the development of toll roads is one which 
demands solution. S. 1048 dodges this problem; S. 1160 would 
solve it. 

The Congress must face the facts and realities squarely. The 
original Federal highway legislation of 1916 contained a provision that 
all roads constructed under the provisions of that act should be free 
from tolls of all kinds. This provision has continued unchanged since 
1916 and has been deemed by many to be a definite policy statement 
on the part of Congress that we should have free systems of roads. 

Since World War II the demand for roads has increased so rapidly 
that the State and Federal Governments have not furnished sufficient 
funds to keep construction in pace with demand. The American 
public has generally succeeded in getting what it wants. Since the 
governments have not furnished the funds, the public has partially 
satisfied its demand for better roads by supporting the construction 
of toll roads. In the past few years, these roads have been constructed 
at an increasing rate. 

Accordingly, we are today dealing with facts and realities, not 
theories. Some 2,000 miles of toll roads are actually constructed, and 
several more thousand are in the process of construction. It is our 
opinion that Congress should face the problems posed by toll roads 
and not leave the matter to administrative discretion. 

S. 1048 is silent on the question as to whether or not toll roads may 
be included in the Interstate System. 5S. 1160 in section 202 expressly 

ermits the inclusion of toll roads which meet the standards of the 
nterstate System. Without such permission the Interstate System 
will either be a system that is not connected, and so not a system, or 
there will be economic waste by reason of the necessity of constructing 
competing parallel roads in order to have a connected system. If a 
State desires toll roads and has the population that will support a toll 
road, equities do exist for permitting a State to receive a credit when 
that toll road contributes to, and becomes a part of, the Interstate 
System. 

The provisions relating to credits contained in section 207 of S. 1160 
are premised on the concept that the Federal Government is primarily 
responsible for the building of the Interstate System. Both bills 
recognize this concept. It is anew concept. If the Federal Govern- 
ment has this responsibility, how can it equitably permit one State to 
contribute portions of the Interstate System with the total cost being 
borne by that State, while another State receives its portion of the 
Interstate System for 5 percent of the total cost? Suppose one State 
has already constructed its entire system. Should the Federal 
Government get the benefit without any cost to it, while it pays 
another State 95 percent of the cost? We subscribe to the premise 
that the construction of the Interstate System is primarily the Federal 
Government's responsibility. Once this premise is accepted, equity 
requires the inclusion of section 207 in S. 1160. 
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CONCLUSION 


We want the Interstate System to be built. We need it for our 
citizens' safety, for our economy, and for our national and civil 
defense needs. We want to start building it now, and to complete it 
within a period of 10 years. $. 1160 assures, as well as any legislation 
can assure anything, that the Interstate System will be started now 
and completed within a period of 10 years. It is based on a realistic 
appraisal of the States’ needs and ability to pay. S. 1048 assures 
nothing and does not guide the Federal dollars to their most effective 
use. Therefore, we strongly oppose S. 1048, and heartily recommend 
and endorse S. 1160. 

Epwarp Martin, 
Prescorr Busa. 
Norris COTTON, 
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APPENDIX À 


Comparison of Federal-aid funds, State matching funds, and total funds for 5-year 
program pursuant to S. 1048 amended and S. 1160 


[Millions of dollars] 





























ea $ State matching funds 
Federal funds required Total 
State (emus E mee ate T 
Sta 1 e t 

EnS | sno | sis | suo | pos, | 8.1160 

($12.25 | ($14 09 | amended ($3.26 : ($17.25 ($17.35 

billion) billion) | ($5 billion) billion) billion) billion) 

I 

54, 0 235. 5 $112. 3 | $76. 5 $366. 3 $312. 0 
€ A 146. 5 143.0 27.8 19.0 174.3 162.0 
AT coreano AP 182, 5 142. 5 82, 4 58. 0 264. 9 200. 5 
O SAS 677.7 1, 279.0 208, 4 126.0 886. 1 1, 405. 0 
"E BEN 176, 4 123.0 66. 5 45.0 242. 9 168.0 
COI roscar 114,9 294. 0 48.7 27.5 163. 6 321.5 
a II o Kä 43.5 24.9 17.5 93.1 61.0 
E E EH 4 287.0 90. 2 59.0 | 297. 6 346.0 
O citan jT 411.0 128.7 88. 0 419.4 | 199. 0 
MEM e 2 84.0 | 34. 7 24.0 | 159. 9 | 108. 0 
Tilinois 1 237.6 147.0 | 799. 7 | 772.5 
Indiana 0 131.0 86.5 | 431,0 | 578. 5 
Iowa 61. 7 119. 8 5 | 381.5 218. 5 
Kansas 240. 8 114.0 5 | 354. 8 241.5 
Kentucky...... mi asi 298. 0 | 3 99, 2 | 327.2 360. 0 
C00 5 ASA 200, 1 | 87.0 57.5 287.1 342.5 
id y. 11.9 5] 139. 6 .5 
TT We usó oro 139. ¢ : 7.61 36 197.2 5.0 
Massachusetts. .............. 243. 5 150. 0 97.3 | 55. 340. 8 .0 
Se eee 132. 3 723. 0 185.0 | i 617.3 9.5 
Minnesota......... inn | 287. 4 304. 5 130. 9 .0 418.3 3.5 
O EE 200. 0 167.5 89.9 02. 5 289. 9 0 
MI arras A 370.0 153. 6 sd a .5 
"` a 2 24.5 67.4 , .6 . 0 
Nebraska........ eus SEN 7.5 100. 0 89.7 63. el 163.0 
WOO SL noria R, 1 69.5 13. 7 ^ 8 77.5 
New Hampshire.............. ` 43.5 25.9 . t .1 61,0 
NOD iaa od dÓdis ) 709. 5 99.1 56. .6 765. 5 
IO: DIO cutis 5.8 157.0 44.0 30. 5 .8 187.5 
New BOG rca ares A 781.0 334. 4 .9 975.0 
North Carolina. .............. . 6 186. 5 134.0 92, 3.6 278.5 
Nah Ratete. ..............- 8 87.0 64.7 46.5 3. 5 133. 5 
OB ASA CR A 765.0 214.9 134.5 5.3 900. 5 
DOI aa | 9.0 | 240.0 105.0 72.5 0 312. 5 
DI o 5.2 203. 5 52, 1 35.0 .3 238. 5 
Pennsywam............-.... | 6 476.5 255, 8 157.5 A 634.0 
dado 2 73.5 29.9 19.0 .1 92.5 
South Carelina..........----- | 3 125.0 711.7 49.5 .0 174. 5 
Beuth Deheta. ccccsicticccsccns 9 85.0 55.3 39.0 3. 2 124,0 
cc E ona .0 243. 5 116.1 78.5 .1 322.0 
A PAI 5.7 501.5 329. 6 221.5 A 813.0 
y IEA IA AA | .6 148. 5 19. 4 12. 5 .0 161.0 
LZ ECH? e 99. 0 24. 4 17.0 2.1 116.0 
VI iros | .0 332. 5 104. 9 71.0 H 403.5 
MI cai aan | A 274. 5 76. 7 50. 5 mz 325.0 
West VIS, Lise oan dn cies .4 156. 5 61.1 41.5 204.3 198.0 
poo cian 0 219. 5 125. 2 84.0 408, 2 303. 5 
eelste .4 178.0 31.7 22.0 156, 1 200.0 
Tn, SA .0 14.0 21.0 14.0 42.0 28.0 
District of Columbia.......... b 88,5 31.4 19. 5 106. 1 108.0 
a H ESE .5 19.5 31.5 19.5 63.0 | 39.0 
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APPENDIX B 


STATES HAVING STATE CONSTITUTIONAL AMENDMENTS PROHIBITING OR RESTRICT- 
ING DıvERrsIon TO Nonsienway PuURPoses or Hicnway USER TAXES 
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The following States have amendments or provisions in their constitutions 
probibiting or restricting diversion to nonhighway purposes of highway user 
taxes: 


1. Alabama 14. Missouri 

2. Arizona 15. Nevada 

3. California 16. New Hampshire 
4. Colorado 17. North Dakota 
5. Georgia 18. Ohio 

6. Idaho 19. Oregon 

7. Iowa 20. Pennsylvania 
8. Kansas 21. South Dakota 
9. Kentucky 22. Texas 

10. Maine 23. Washington 
11. Massachusetts 24. West Virginia 
12. Michigan 25. Wyoming 

13. Minnesota 


Montana is to vote on the question in 1956, and Tennessee in 1958. 


APPENDIX C 


The following Government corporations and similar Government activities 
have authority to borrow from the Treasury or from the public: 


Commodity Credit Corporation 

Farmers Home Administration 

Rural Electrification Administration 

St. Lawrence Seaway Development Corporation 

Export-Import Bank of Washington 

Federal intermediate credit banks 

Banks for cooperatives 

Production credit associations 

Federal Farm Mortgage Corporation 

Federal Deposit Insurance Corporation 

Housing and Home Finance Agency 

Federal home loan banks 

Federal National Mortgage Association 

Federal Savings and Loan Insurance Corporation 

Public Housing Administration 

Tennessee Valley Authority 

Secretary of the Interior (Defense Minerals Exploration Administration) 

Administrator of General Services Administration (defense materials procure- 
ment) 

Foreign Operations Administration 

Reconstruction Finance Corporation 

Home Owners Loan Corporation 

Virgin Islands Company 

Secretary of the Army (natural fibers revolving fund) 

Secretary of the Treasury (activities under Federal Civil Defense Act of 1950 
transferred from RFC) 

Small Business Administration 

Veterans’ Administration (veterans’ direct loan program) 

Federal Housing Administration 

Federal land banks 
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INDIVIDUAL VIEWS OF SENATOR THOMAS H. 
KUCHEL ON $. 1048 


The people of the United States urgently need a safe and efficient 
interstate highway system. It would serve the needs of our national 
defense and of our civil defense. It would contribute to the Nation's 
economy and it would go a long ways toward eliminating the appalling 
casualties which daily occur on American highways. Those are the 
reasons President Eisenhower's advisory committee recommends an 
accelerated national interstate highway program. "They appear com- 
pelling to me. I believe we need legislation providing for such a 
program. 

Defense, agriculture, industry, and recreation are closely geared to 
highway transportation. ‘This traffic tends to concentrate on the key 
network of interstate highways. While the 40,000-mile Interstate 
Highway System comprises a little over one one-hundredth of our total 
road mileage, the system carries more than one-seventh of all traffic. 

In the event of a national emergency, a modern and efficient high- 
way network would be a basic requirement for the transportation of our 
Armed Forces. A prime consideration in the selection of the 40,000- 
mile Interstate System was to serve the interests of our national 
defense. 

Such a system is vital as a civil defense measure. It has been 
estimated that at least 70 million people would have to be evacuated 
from target areas in case of threatened or actual enemy attack. Our 
highway system does not now have the facilities to provide for this 
large-scale evacuation. The rapid and complete construction of the 
interstate network would be a tremendous contribution to the solution 
of this continuing potential hazard. 

An adequate Interstate Highway System is necessary for the con- 
tinued expansion of our economy. The opportunity and ability for 
commerce to make increasing use of our highways will bear directly 
on the increase of our national product. The improvement of the 
Interstate System would reduce materially the transportation costs 
by a reduction in vehicle operating costs. This demonstrates that it 
is desirable and feasible to consider this highway program as a long- 
term capital investment. 

On this basis, 1 believe there is a better way to solve this problem 
than that encompassed in S. 1048 which a majority of our committee 
approved. The provisions of the bill fall short of the goal set by the 
President's Commission for an efficient national highway system. I 
frankly believe there continues to be a serious question whether our 
States could operate under some of its provisions. At any rate, the 
governors of 26 States, representing both political parties, raised this 
question on S. 1048, although. in candor, 1 must add that they 
addressed their comments to S. 1048 in the fashion in which it was 
originally introduced. 
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S. 1048 does not purport to solve the financial problems which it 
raises. Presumably, we would need either an increase in taxes or an 
increase in the national debt. 

On the other hand, the recommendations of the President’s Com- 
mittee provide for a new Federal agency issuing revenue bonds to 
finance the interstate road program. The Commission believes that 
the cost of the program together with the total authorized funds 
under the regular Federal-aid highway program to the States, would 
approximate the revenues which the Federal Government will derive 
from the motor vehicle fuel and lubricating oil taxes projected at the 
present rates. I believe this is a sound solution to a critical and 
emergency need of our people. 

While I am unable to concur with all views which the minority 
report sets forth, I shall support the position it takes on (1) the para- 
mount need of an Interstate Highway System, and (2) the revenue- 
bond proposals as the President’s Commission has recommended them. 
I shall vote accordingly, and I commend these views to the consider- 
ation of the Senate. 

m P ee 
Tuomas H. Kucuen 
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INDIVIDUAL VIEWS OF MR. HRUSKA ON 53S. 1048 


My reservations as to some aspects of S. 1160 are such as to pre- 
vent my joining with those who sign the foregoing minority views. 
However, I join with them in their analysis and criticism of S. 1048. 

Roman L. Hruska. 
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